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COAL PRICE CONTROL 

From a transportation point of view, 
control law, in effect one week, has been non-existent. 
i, E. appointed federal fuel distributor the day 
the President signed the bill, after being in office four 
lays, appointed a committee of railroad executives, 
headed by Daniel Willard, to “accelerate the expedition” 
ifcoal traffic. He made no suggestions to the executives 
sto how they should hurry a distribuftion that it was 
almitted was proceeding with celerity. The fact is that, 
before the law was enacted, the railroads were doing 
werything possible to hurry coal to destinations. Their 
‘lfish interests dictated the most intensive use of equip- 
nent possible. They needed the money coal rates would 
bring them. 

At the time this was written Mr. Spens had not had 
vecasion, so far as the public knew, to use the authority, 
given him by the new statute, to recommend to the Com- 
mission the issuance of any priority orders considered 
needful by him for the “equitable distribution of coal 
ind other fuel,” nor had he informed the Commission as 
whether “current” prices for coal and other fuel were 
“just and reasonable.” Therefore, so far as 
the railroads and the Commission were concerned, the 
tw law had not begun functioning. 


This failure on the part of the distributor to make 
‘ly reports or recommendations to the Commission or 
lhe railroads was due to the fact that he had to create 
‘l organization even to help him carry on the voluntary 
‘operation plan inherited by him from Henry B. Spen- 
‘t. His first order, issued September 27, divided the 
‘ountry into seventeen bituminous coal producing dis- 
itets, in each of which he will have a district represen- 
lative, In connection with that order, he directed every 
Moducer to make a daily report as to the number, grade, 
Telass of coal produced: the names and addresses of 


the coal price 


Spens, 


were not 
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consignees, with car numbers and initials, destinations, 
and amount of each class and grade and size of coal 
shipped to each consignee; as to each shipment, the 
price or prices f. o. b. mine as contracted for, charged or 
received for each grade of coal shipped; in the case of 
coal sold at a delivered price at destination, the destina- 
tion price, less transportation cost; and a designation of 
such of the shipments made as shall have been made 
under time (or period) contracts, for periods of more 
than one month’s destination. Such reports, he said, 
should be mailed to Washington, until such time as he 
was able to appoint district representatives. 

It was believed that that order directing the report- 
ing of production, prices and destination of coal would 
be resisted in court. That belief was based on the fact 
that mine operators have always resisted efforts on the 
part of the federal government to require them to make 
reports on production, prices, or anything not obviously 
coming within the designation of commerce between the 
states or with foreign countries. The Federal Trade 
Commission for years has been trying to persuade, coerce, 
or order them to make reports. They have been able 
thus far to convince the courts that statistics about pro- 
duction and price do not constitute 
commerce. 


regulation of 


Statistics about production and prices, apparently, 
are needed before the distributor can make any sugges- 
tions or reports to the Commission with a view to hav- 
ing it exert the additional power conferred on it by the 
law. The new law says the “powers of the Interstate 
Commerce Commission are, during the aforesaid emer- 
gency, enlarged so as best to meet the emergency and to 
promote the general welfare, and to prevent, upon the 
part of any person, partnership, association, or corpora- 
tion, the purchase or sale of coal or other fuel at prices 
unjustly or unreasonably high.” 

The accepted idea as to how the Commission is to 
prevent the purchase or sale of coal at unreasonably or 
unjustly high prices is that it shall so exercise its power 
over car distribution and the according of transporta- 
tion that the coal produced by those demanding unrea- 
sonable prices will not be able to obtain transportation ; 
that is, that the Commission, in connection with the dis- 
tributor, shall determine what is a reasonable price for 
coal or other fuel and then see to it that the operator or 
other seller of coal who does not conform to that idea 
as to what is a fair price shall not obtain transportation 
for his product. 

Tt is a novel idea in the use of powers to regulate 
ARS 
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Mississippi Central Railroad 
Louisiana & Arkansas Railway 


MR. SHIPPER:— 


The Natchez Route affords a direct route between Eastern 
Carolina and Southeastern Territory and the Southwest. 


Daily through fast freight schedules are maintained. 


Due to absence of large terminals enroute delay at interchange 
points is eliminated. 


We specialize in furnishing our patrons with passing reports. 
It will pay you to investigate. 


Route from the West via Shreveport, La., Stamps or 
Hope, Ark., care Natchez Route. 


Route from the East via Mobile or Hattiesburg, care 
Natchez Route. 


Traffic Department Representatives: 
C. G. Lang, R. E. McGrath, S. H. Atkinson, 





Ss 
Curpewe? 


Commercial Agent, Commercial Agent, Soliciting Freight Agent, 

902 City Bank Bldg., 330 Ry. Exchange Bldg., 523 State Nat’l Bank Bidg., 

Mobile, Ala. Kansas City, Mo. Texarkana, Ark. 
Carroll H. Smith, S. E. Jones, J. D. Youman, E. B. Hickman, H. R. Whiting, 
General Agent, General Agent, General Agent, General Agent, General Agent, 


419 Palmer Bldg., 1983 Ry. Exchange Bldg., 535 Whitney Central Bldg., 511 Insurance Bldg., 622 Insurance Bldg., 


Atlanta, Ga. St. Louis, Mo. New Orleans, La. Dallas, Texas. Oklahoma City, Okla. 


Northern Railroad 


maintaining Daily Thru Fast Freight Schedules 


EEGs ee ee eee Dyersburg, Tenn. 
og, ee ee, Bells, Tenn. 
ICRR-M&ORR-NC&StLRy.......... Jackson, Tenn. 
MNMSO NUNN. WEY uo ob -o'sic 6: 0.0's ons:0'e:sisaieiemoien Middleton, Tenn. 


en ne Seles, eee eet S. New Albany, Miss. 
nee ene Beaumont, Miss. 


is affording expeditious routes for the handling of 
Intercoastal, Import and Export traffic thru Mo- 
bile, Gulfport and New Orleans, and Domestic 
traffic between Northern, Eastern, Southern, 
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yansportation, based largely on the theories under which 
the Supreme Court of the United States was able to 
justify the destruction of the Lousiana lottery. The cases 
arising under the Lever law food, feed, and fuel price 
control law, in the late war, did not terminate in favor 
of the government. That fact has been taken as indi- 
cating that if the government was not able lawfully to 
control prices during the war, the coal mine operators 
will not submit to price control in time of peace, even 
if, in the view of the President and Congress, there is an 
emergency warranting attempt at price control by indi- 
rection, through the use of orders issued by the Com- 
mission and justified only on the theory that-the orders 
are necessary to a proper regulation of commerce be- 
tween the states. 

In the event the law should be upheld, the Commis- 
sion’s car service orders could be made available as price 
regulators for any commodity transported by the car- 
riers subject to the interstate commerce act. 






PASSES FOR INSPECTORS 

In the hearing before the House committee on ap- 
propriations, A. G. Peck, chief inspector of locomotives 
for the Interstate Commerce Commission, testifying in 
support of the Commission’s request for a deficiency 
appropriation, said the Commission’s inspectors were 
required to pay transportation charges when traveling 
about their business, and his personal opinion was that 
they should ride free. 

“That is what I think,” said Chairman Madden, of 
the committee. 

Here we have another illustration of what seems to 
us a blunted sense of propriety. Why should government 
inspectors, employed by the people to examine the prop- 
erty of the railroads in the interest of the public, be car- 
tied free by the railroads? The only answer is that if 
they are not carried free the government must pay their 
fare, and to pay fare costs money that the government 
might like to save. There is no reason why it should be 
permitted to save that money. If the people want safe- 
guards they must pay for them and not require those 
under its investigation or espionage to pay for them. 

This is the same sort of reasoning that, in some 
states, results in compelling the railroads to carry, free, 
state officials whose duties are connected with the regula- 
tion of the carriers. Carried to its logical conclusion it 
would mean that members of the Interstate Commerce 
Commission, its examiners, and all its other employes, 
should ride free when on official business. It would mean 
that all similar state and local officers would also ride 
free. Not only would such a practice be unfair to the 
railroads, which would be compelled to forego the reve- 
nue that would otherwise be derived from these passen- 
gers, but it would open the way for many abuses by gov- 
“ment officials. A man with a pass in his pocket, 
which he knows will be accepted without question by a 
railroad conductor, rarely confines the use of that pass to 
the business for which it was issued. Moreover, govern- 
ment and government officers should be under no obliga- 
lion to those against- whom they are enforcing the law. 


hat seems to us fundamental, Any other policy borders 
On graft. 





One of the peculiar things about this question, how- 
ever, is that railroad men who become much excited 
about government officers being allowed to ride free, thus 
depriving them of revenue, rarely apply the same reason- 
ing to the matter of passes in general—the practice by 
which railroad employes, whether on business or pleas- 
ure, have the pass privilege on both their own and other 
lines. They argue that the trains are running anyhow 
and that to carry these “dead heads” costs nothing. Of 
course, there is no comparison, from the moral point of 
view, between the custom of a railroad man or his family 
riding free and that of a government inspector or other 
officer occupying a plush seat for nothing, but from the 
revenue point of view there is no difference. 





SHIP SUBSIDY PROPAGANDA 


The activities of the Shipping Board in connection 
with the ship subsidy bill have again been brought into 
the limelight as the result of introduction of a resolution 
in the Senate by Senator King, of Utah, calling for a 
report from Chairman Lasker as to the expenditure of 
money and activities of officials, agents, and employes of 
the board with respect to the bill. In an adroit reply Mr. 
Lasker denied that the board had spent one cent in manu- 
facturing propaganda for the bill and, in effect, said that 
speeches made by board members in behalf of the pro- 
posed legislation were merely incidental affairs. At the 
same time he expressed regret that his duties in Wash- 
ington had prevented him from touring the country 
in behalf of the subsidy bill, though he did not say who 
would have paid the traveling expenses. 


Mr. Lasker expressed concern in his reply lest silence 
on the part of a member of the board as to the ship 
subsidy when discussing the merchant marine might be 
construed as opposition to the bill, and stressed the fact 
that the four Republican and three Democratic members 
of the board were unanimous in the general principles 
connected with the legislation. Silence-on the part of 
one of the members of the board toward the bill would, 
indeed, have been remarkable, but not for reason assigned 
by Mr. Lasker. It would be a little out of the ordinary 
if a member of a board should oppose legislation increas- 
ing by many fold the power of that board. 


“I deny the right of the Shipping Board or of any 
of its members to employ their positions to procure this 
legislation,” said Senator King. “They seem to forget 
that their duty is to carry out policies declared by Con- 
gress and enacted into law. It would appear that some 
of the officials of the Shipping Board are more interested 
in Carrying on a propaganda to secure a ship subsidy than 
they are in executing the law and discharging the duties 
which rest upon them.” 


That is the issue. Call it propaganda or by any other 
name, the fact about the present Shipping Board, Chair- 
man Lasker, and several other members of the board, is 
that no stone has been left unturned to facilitate enact- 
ment of the bill. A statement from Mr. Lasker as to the 
hours spent by members of the board and members of 
the Shipping Board staff in preparation of matter relating 
to the subsidy would be interesting, especially if it were 
accompanied by the hourly rate of pay received by the 
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members and the other officials and employes while they 
were engaged in the work. 

It is a matter of general comment among those con- 
versant with the situation that Mr. Lasker, as an advo- 
cate of subsidy legislation, has done a remarkable piece 
of work. Ship subsidy articles telling why the American 
merchant marine must be subsidized have appeared in 
hundreds of newspapers and magazines. Mr. Lasker has 
done considerable missionary work among members of 
Congress, addressing congressional delegations in behalf 
of the subsidy. 

From the time decision was made by President Hard- 
ing that he would back to the limit the subsidy idea, 
Mr. Lasker and his official associates have labored tire- 
lessly in furthering the interests of the proposed legisla- 
tion. A demand for a subsidy had to be created and Mr. 
Lasker has used all his ingeunity in engineering the proj- 
ect. His experience in advertising has been of material 
assistance to him and it cannot be said that he has not 
put the subsidy idea before the public in as favorable a 
light as possible. 7 

In one respect, however, we think the campaigners 
have gone too far for their own good. They have been 
too ready to accuse those who are opposed to subsidy 
or who question the wisdom of a subsidy of being ignor- 
ant, or sinister or under the influence of foreign interests, 
The words “pernicious” and “sinister” may be found in 
Mr. Lasker’s reply to Senator King. In a speech before 
the Milwaukee Chamber of Commerce, December 13, 
1921, Mr. Lasker, replying to questions theretofore set 
forth editorially in The Traffic World concerning a mer- 
chant marine, declared the questions seemed to cover “the 
very essence of the opposition that springs from the 
superficial or the sinister, or the ignorant, to the great 
enterprise of a re-established American merchant 
marine.”’ Commissioner Plummer, in a speech before the 
Columbus (O.) Chamber of Commerce last January, 
spoke of “insidious influences against American ship- 
ping.” 

No doubt foreign influences are at work in opposi- 
tion to the creation of a strong American merchant 
marine but nothing will be gained by the constant 
insinuation that all those who question the wisdom of a 
subsidy are either under the domination of foreign in- 
fluences or are downright ignorant. That sort of attitude 
borders on fanaticism. In any event, it will not frighten 
the American citizen who wishes to face the facts and 
pass judgment on the merits of proposed legislation, re- 
gardless of what forces are working for or against it. 





OPERATING STATISTICS 


Compilations by the Commission from 165 reports of freight 
statistics representing 181 roads and from 163 reports of passen- 
ger statistics representing 179 roads, switching and terminal 
companies not included, show that the railroads had 27,071,- 
000,000 net ton-miles in July as against 28,402,000,000 net ton- 
miles in July, 1921, and 197.281,000,000 net ton-miles in the 
seven months ended with July as against 191,922,000,000 net 
ton-miles in the same period of 1921. 

Car-miles per car-day averaged 20.9 in July as against 21.6 
in July, 1921, and 22.4 in the seven months as against 21.5 in 
the 1921 period. 

Net tons per loaded car averaged 25 in July as against 27.5 
in July, 1921, and 26.2 in the seven months as against 27.9 in 
the 1921 period. 

Passenger-train car-miles totaled 300,671,000 in July as 
against 307,114,000 in July, 1921, and 1,967,750,000 in the seven 
months as against 2,012,154,000 in the 1921 period. 
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CAR SURPLUS AND SHORTAGE 


With the average daily surplus of freight cars in good ordg 
at a new low level in the period September 8-15 and the ayer. 
age daily shortage at a new high level in the same period, the 
beginning of a heavy car shortage set in. The number of gy. 
plus cars dropped to 22,969 as compared with 48,168 in the periog 
September 1-8, and the shortage increased to 85,906 as compared 
with 67,899 in the period September 1-8. 

The average daily surplus of coal cars was 17,614 in the 
period September 8-15 as against 34,685 in the period Septem. 
ber 1-8. The shortage increased to 26,000 cars. 

The shortage was made up as follows: Box, 44,370; venti. 
lated box, 710; auto and furniture, 1,048; total box, 46,128; flat. 
3,714; gondola, 19,330; hopper, 6,670; all coal, 26,000; coke, 177: 
S. D. stock, 5,612; D. D. stock, 218; refrigerator, 3,515; migeg). 
laneous, 542; total, 85,906. 

The surplus was made up as follows: Box, 1,528; venti. 
lated box, 170; auto and furniture, 133; total box, 1,831; fiat, 
860; gondola, 3,472; hopper, 14,142; all coal, 17,614; coke, 599: 
S. D. stock, 162; D. D. stock, 213; refrigerator, 278; tank, 133. 
miscellaneous, 1,288; total, 22,969. 


FRUIT AND VEGETABLE SHIPMENTS 


“Increased shipments of fruits and vegetables kept markets 
well supplied during the four weeks ending September 16,” the 
Department of Agriculture said in its current review of fruit and, 
vegetable shipments. Continuing, it said: 


Movement of 14 leading lines during that period averaged over 
18,000 cars a week. Potatoes comprised nearly one-fifth of the move- 
ment, while peaches filled nearly 12,000 cars and pears over 6,000. 
Markets weakened under heavy supplies and prices were generally 
lower for most lines, although potatoes assumed a slightly stronger 
tone the middle of September. Apples were bringing scarcely more 
than one-third the price of a year ago, and peaches less than half. 

Potatoes.—The car-lot movement of potatoes which had averaged 
4,000 cars a week during August decreased during the early part of 
September to about 525 cars daily. Shipments for August were 17,396 
cars compared with 16,115 for August, 1921. The season’s movement 
to September 15 was nearly 10,000 cars ahead of last season to the 
same date. 

Peaches.—New York State took the lead in peach shipments the 
week ending September 9 with a total of 1,830 cars. This was the 
heaviest weekly movement for the season from any state except 
California, which shipped 1,954 cars the second week in August. The 
season’s shipments have filled 26,437 cars, about 1,000 more than last 
season to the same date. 

Apples.—Carlot shipments of apples to September 9 filled 8,227 
ears from barrel sections, compared with 4,347 to the same date a 
year ago, and 1,606 from box sections compared with 1,966. 

Cantaloupes.—The middle of September found the cantaloupe sea- 
son drawing to a close with shipments slightly over 100 cars a day. 
The movement to September 9 was over 27,000 cars; which was 3,000 
greater than for last season to the same date. Colorado was the main 
source of supply. 

Onions.—Shipments for August were 2,195 cars, bringing the 
season’s total to a point about 1,000 cars ahead of last season to the 
same date. Small-sized onions from Illinois in 15-lb. boxes, 1,065 
boxes to a car, appeared recently in the New York market. bs 

Sweet Potatoes.—Shipments of sweet potatoes increased to 1,79 
cars during August but were nearly 200 cars less than for the same 
month last year. The season’s movement to September 9 was about 
200 cars heavier, 


LUMBER SHIPMENTS 


“Simultaneously with the announcement of the Association 
of Railway Executives that the railways are now moving the 
largest volume of traffic in their history, with the exception 
of October, 1920, the National Lumber Manufacturers Associa- 
tion announced that the scarcity of cars and slow forwarding 0 
those loaded were seriously affecting lumber shipments and the 
whole lumber movement,” says the weekly statement issued by 
the lumber association. “The eight regional associations of 
softwood lumker manufacturers which are accustomed to make 
weekly reports show that shipments fell to 82 per cent of pro- 
duction for the week ending September 16 and were only 17,000, 
000 feet more than in the corresponding week of 1921 though 
production for the same period was 73,000,000 feet greater. 

“The transportation congestion seems to have developed to 
critical proportions somewhat more suddenly in the South than 
elsewhere, and the Southern Pine Association states that it 18 
making a heroic effort to secure more cars from the car service 
officials. Southern Pine shipments declined the past week 3,500, 
000 in the face of a production increase of 7,000,000 over the 
preceding week and with a larger volume of orders. The West 
Coast Lumbermen’s Association was barely able to keep ship 
ments up to the level of the preceding week in the face of it 
creased orders and production. ? 

“While the transportation outlook is ominous some satisfac 
tion is derived from the fact that production is gaining on ac 
cumulated orders for the time being, thus making for a stable 
lumber market. For the first time this year orders during @ 
week have been less than for the corresponding week of 1921, the 
reported decrease being almost 28,000,000 feet. On the other 
hand production was 73,246,171 feet greater and shipments 28, 
464,777. However, the compared week of 1921 was one of ab- 
normally large orders for that year, being 25 per cent more than 
the cut.” 
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ee 
Current Topics 
in Washington 


The Commission’s Service Orders—Agitation for changes or 
abrogation of service orders, either because transportation is im- 
proving or getting worse, according to the point of view of the 
man doing the agitation, has served to call attention to the fact 
that, comparatitvely speaking, there has been little friction by 
ason of those orders. It is certain that there has been much 
ss friction than in the former period when the Commission 
jound it necessary to put out orders under the car service parts 
of the law on account of coal transportation disability. It is 
ielieved by many of those who have been in intimate touch, 
ihat the small amount of friction has been due to the determina- 
ion of the Commission to put the largest possible amount of 
responsibility on the railroads for carrying out plans for the 
jistribution of coal. Commissioner Aitchison, as chairman of the 
jivision in charge of the service order business, has declined 
io be a coal distributor. His attitude in all the hearings on the 
subject has been that the Commission’s business is to help the 
nilroads, by the issuance of relief orders, to perform the most 
essential service—that of carrying the freight without which 
the country could not get along—but to put on other agencies 
ihe work of saying for and to whom the most essential freight 
should be carried. In bringing to an end the hearing called when 
ihe Erie and other lines serving New York put embargoes on 
fits and vegetables, he said it seemed to the Commission that 
there was nothing about that situation that the carriers, dealing 
every day with problems of greater difficulty and more magni- 
tude, could not, in a spirit of co-operation, adjust in such way 
that the intent of Congress, in passing the car service parts of 
the law, and as voiced by the orders of the Commission, would 
be carried out. He said the Commission had not been convinced 
by anything brought out in that hearing that it should contract 
the list of commodities to which preference and priority were 
to be provided, nor that the railroads concerned could not work 
out a scheme under which they could move the traffic without 
undertaking to enforce an embargo against any of the commodi- 
ties the Commission had placed on the preferred list. Inasmuch 
as the embargoes were lifted the day after the hearing, the 
Aitchison judgment that the carriers could solve the problem, 
created apparently in its most threatening aspect by the large 
volume of wine grapes, appeared to have been justified. So far 
as known, the grapes got to market in time for the use for which 
they were intended. 





Railroad Embargo Authority.—One question, to which no 
answer was given directly, was raised in the hearing on those 
embargoes. That was as to whether a carrier, when the time 
came when it could not give preference and priority to all the 
freight mentioned in a service order, could lawfully select the 
commodity or commodities it would not undertake to transport. 
Commissioner Aitchison took the position, not in direct answer 
to the question, that the Commission alone was the judge of 
what a carrier should haul. He treated the embargoes as an 
attempt by the carriers to substitute their own judgment for 
that of the Commission as to what they should carry and what 
they should not. The language of the car service parts of the 
law appears broad enough to use as a foundation for such a 
contention. But, if it should be held that that is the meaning 
of the law, a query arises as to whether a carrier that failed to 
but out an embargo in time to prevent loss through failure to 
carry with reasonable dispatch could avoid liability by pleading 
that its failure to carry with such dispatch was due entirely to 
the fact that the Commission, by issuing service orders, had 
deprived it of its supposed power and duty, so to protect its 
service, by the issuance of embargoes, as to enable it to carry 
the freight it had accepted in such way as to discharge its duty 
‘0 carry with safety and reasonable dispatch. Concretely, the 
query is as to whether the Erie has been absolved from liability 
for damages on account of spoiled grapes, if any did spoil, be- 
cause, under pressure from the Commission, it lifted some of 
its embargoes and accepted freight it could not carry with the 
‘peed it should have been carried. It lifted its embargoes with- 
out forcing the Commission to resort to the power the law 
seemingly confers on that regulating body. There would, it is 
‘uspected, be no such question had the Erie required the Com- 
Mission to issue an order cancelling its embargoes. It is sug- 
sested that the Erie could plead such an order as complete 
astification of its course in the event of a suit being entered 
Pn it for damages on account of spoiled grapes. It might 
Ah oduce in a suit the remarks of Commissioner Aitchison to 

ow that when it withdrew its embargoes it did so because the 


c g “2 . i 
commission er in charge regarded these embargoes as in violation 
the service order, 





Risk to Shipper in Present Situation.—Another thought in 
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connection with service orders is that it they deprive the carriers 
of all discretion in the matter of embargoes against freight that 
may be on the preferred list established by a service order, 
shippers run an exceedingly great risk if they ship perishable 
goods while service orders are outstanding. It is impossible, of 
course, to sue the government on account of damages resulting 
from mistakes of officials. In the situation on the Erie and 
other eastern lines, it was the judgment of the managers of the 
Erie that conditions had become such that they should issue em- 
bargoes. The Commission, after the hearing by Mr. Aitchison, 
expressed the opinion that the Erie’s embargoes were not justi- 
fied. That is to say, Mr. Aitchison said the Commission was 
not convinced by anything told it, that it should modify its serv- 
ice orders. Thereupon, the carriers cancelled their embargoes. 
Suppose the judgment of the Commission was shown to be 
wrong. Where does the shipper look for redress? In the event 
it was shown that damage followed by: reason of the lifting 
of the embargoes, would it be charged that the Erie Officials 
“lay down”? Under government control, government officials 
excused shortcomings in railroad service by the charge that the 
corporate officials, to show that government operation would not 
be a success, committed acts of sabotage. That cry was taken 
up by labor union officials who favored continuance of govern- 
ment operation. That was also their answer to the fact that, in 
1920, the greatest tonnage ever handled by the railroads was 
carried, just before the slump came. They implied that but for 
the sabotage of the officials during government control, the 
tonnage record would have been made during the war, when the 
need for enormous tonnage was greatest. 





Barnegat Abandonment and Government Ownership.—Aban- 
donment of its Barnegat branch by the Pennsylvania, because it 
does not pay, has given some advocates of government ownership 
a chance to make comparison between government and private 
operation. They aver that if the government were operating the 
railroads, the “public interest” and not the question of whether 
the branch paid, would be the test. In other words, it would 
be the effect of government to provide a railroad for every 
community, whether it furnished business enough to pay the out 
of pocket cost or not, just as it provides postal service for all. 
Opponents of government ownership and operation believe that 
the chief characteristic of that form of sovietism would be just 
exactly that of providing serviees for which the community re- 
ceiving them could or would not pay—that is, the majority 
would be compelled to pay for railroads, telephones, and tele- 
graphs, and communities unable or unwilling to pay for them 
unmindful that, in an economic sense, such communities, by 
reason of their cheaper lands and other advantages, would get 
still further advantage over other communities by being pro- 
vided, at the general expense, with things they could not provide 
for themselves. The Pennsylvania asked for permission to 
abandon its Barnegat branch because Barnegat had not developed 
enough business to pay the cost of such service, but, instead 
chose to have its freight and passengers brought to it in auto- 
mobiles and other forms of conveyance. Perhaps the proposal 
to tax communities on the Pennsylvania that have not all the 
service they would be willing to pay for because the Pennsyl- 
vania was keeping up an uneconomical service elsewhere would 
not be heartily received by those other communities. 





Washington Gets the Worst of It.—According to Washing- 
tonians, children of school age in the national capital are being 
deprived of an opportunity to receive an education because Con- 
gress will not appropriate from the treasury money put into it 
by the tax-payers of Washington sufficient to keep the school 
system efficient. Washington, as a city, has a surplus in the 
treasury of the United States. It is admitted that Washington 
money is there, but Congress will not permit it to be spent. 
Why? Because the treasury has used’ the money for other 
things, including good roads in communities that would or could 
not provide them for themselves. The treasury is not able, 
without borrowing, to pay the expenses of a government that 
has almost as many boards and commissions for the uplift as 
Russia. Therefore, Washington, which has a surplus in the 
treasury, has to do without teachers and buildings in which to 
carry on its educational work, while special agents go about 
the country inquiring about child welfare and do a thousand and 
one other things in the way of gathering statistics. Washing- 
tonians, even the clerks doing this useless work, are bitter about 
the way Congress has treated the school children of Washing- 
ton. It is not uncommon to hear of mothers who have had to 
go to six or eight schools to find a place for a child which, under 
the laws, is required to be in school. Yet a bill before Congress 
proposes to create a department of education, with a head who 
shall be a member of the president’s cabinet, and give it $100,- 
000,000 as an initial appropriation toward the inauguration of a 
system that will displace state school organizations. It is one 
of the false pretense proposals, several of which are on the 
statute books because the Supreme Court of the United: States 
has been loath to speak plainly when Congress enacts such legis- 












































lation, as it did when it held the child labor law unconstitutional 
because it was so patently a false pretense. 





Independent Rate Action by Carriers.—Independent action by 
carriers in the matter of making rates, such as advocated by Karl 
Knox Gartner, while he was testifying in the Commission’s hear- 
ing for the gathering of facts in response to Senator Pittman’s 
resolution directing an investigation of the Transcontinental 
Freight Bureau, has drawn many suspensions since the enact- 
ment of the part of the law giving the Commission power to pre- 
scribe minimum rates. The Commission suspended and forbade 
the rates on salt from Louisiana mines to Chicago proposed 
by the Southern Pacific and the Illinois Central. That was one 
notorious case. Within the week it has suspended the 10-cent 
proportional rate on petroleum, proposed by the Louisiana & 
Arkansas and Kansas City Southern, from northern Louisiana 
to Port Arthur. In each case there was some question other 
than the reasonableness of the ratees. However, the big ques: 
tion in each, it has been suggested by those who marvelled at 
Gartner’s idea that there should be more evidences of inde- 
pendent action, was the effect of the proposed rate on the reve- 
nues of other carriers. The question of discrimination has been 
comparatively unimportant. James C. Lincoln touched the sore 
point when he said the danger of independent action was that 
it would be taken on pressure from a big shipper and in such a 
way that he would obtain a great advantage before his com- 
petitors could persuade their roads to meet the rate and keep 
them from being shut out of important markets. In the old 
days, the railroads took independent action. Some used to be 
so independent that they made rates that remained in effect for 
only one day. Such rates were not relished—by those who did 
not know about them until after they had been cancelled— 
while the traffic of the shippers favored with early knowledge 
of the independent action to be taken was still rolling toward 
the markets the disappointed ones would like to have served. 

A. 


B. 


SPECIAL SESSION UP TO CONGRESS 


The Trafic World Washington Bureau 


President Harding, it was stated by a spokesman for the 
President at the White House September 26, desires that Con- 
gress resume work after the November elections, but he will 
not override the wishes of congressional leaders in that regard. 
If a special session is called to consider the ship subsidy bill, it 
was indicated, it will be because such a course will be agreeable 
to leaders of the Republicans in Congress. This official state- 
ment at the White House had the effect of discounting state- 
ments made theretofore that the President had definitely decided 
to call Congress back about the middle of November to consider 
the ship subsidy bill. 

It was said that the President’s experience in the Senate had 
led him to the conviction that little could be accomplished by 
Congress in the opening days of the short session. He believes 
that if Congress resumed work shortly after the November elec- 
tions, it would be in position to accomplish something when 
the short session begins in December. The President would like 
to see Congress dispose of the subsidy bill and the regular ap- 
propriation measures in the short session so that it would not 
= — to call a special session after adjournment next 

arch. 

Reports to the President indicated that the coal distribution 
problem was being met beyond expectations. It was said that 
more coal had been dumped at the Lake Erie ports in the last 
week than the lake vessels could take away. 


FREIGHT ACCUMULATIONS 


The Trafic World Washington Bureau 


In a summary of freight accumulations as of September 15, 
issued September 27, the car service division of the American 
Railway Association showed that accumulations totaled 71,258 
cars as against 72,302 on September 8 and 71,486 on September 
1. The accumulations as of September 15 were classified as fol- 
lows: Connections unable to accept, 4,160 cars; consignee un- 
able to accept, 1,430 cars; disability of reporting road, 57,948 
cars; for reconsignment, 2,957; held for rebilling, 350 cars; em- 
bargoes, 1,161 cars; domestic and contract piers, for floating, 
405 cars, and export and coastwise, 2,847 cars. 

In testifying before the House appropriations committee, 
September 14, J. C. Roth, director of the bureau of service of 
the Commission, said accumulations totaled upward of 100,000 
cars. 

Railroad officials do not regard accumulations of 70,000 cars 
as alarming but the effort, of course, is to keep them down as 
much as possible, it was said at the car service division. 

The accumulations covered by the report embrace cars held 
in greater numbers than can be handled or disposed of currently. 





GRAIN TARIFFS SUSPENDED 


In I. and S. No. 1650, the Commission suspended, from Sep- 
tember 25 until January 23, the operation of schedules published 
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in Supplement No. 24 to I. C. C. No. A-15 and Supplement yo 
20 to I. C. C. No. A-25, published by W. S. Curlett. The gyg. 
pended schedules propose to revise the rule applicable in ¢gp. 
nection with claims for shortage in weight on shipments of ex. 
lake grain for eastern points. The rules now in force provide 
that in handling claims for shortage on this traffic a deduction 
of one-eighth of one per cent of the contract lot will be made ty 
cover loss due to natural shrinkage, unless shortage is oc¢q, 
sioned by accident or defective cars. The protested schedules 
propose to eliminate the clause “unless shortage is occasioneq 
by accident or defective cars.” 


CANADIAN CAR SUPPLY 


The Trafic World Washington Bureay 


The Canadian railroad officials who discussed the box car 
supply situation with Manager Betts, of the box car section of 
the car service division of the American Railway Association, 
when they came down from Montreal to ask for the return of 
some of their cars, submitted an estimate calling for the returp 
of 600 box cars to the Canadian lines each day over and above 
the ordinary interchange. They said that slch an arrangement 
would remove the danger of any interruption of essential traffic, 
They based their estimate on a belief that American lines had 
not returned as many cars as they should ‘have sent north in 
the ordinary course of business. 

Some relief will be afforded the Canadian lines, but at the 
time this was written it was believed the relief would fall far 
short of 600 cars per day, in addition to the ordinary inter. 
change. Records were being checked by Mr. Betts to find out 
how the account stood as between the American and Canadian 
lines. The prima facie figures seemed to show the American 
lines owed their Canadian connections something like 17,500 
ears. but the equalization sheets had not been carefully checked 

Even before the Canadians came to Washington the New 
York Central had made arrangements to deliver fifty empties 
per day to Canadian connections over and above the number of 
Canadian cars that should come into its possession in the routine 
of business. The Canadians had estimated that the New York 
Central owed them at least 1,500 cars to equalize the accounts 


ERIE ASKS RELIEF. 


Application for a reconsideration of the Commission’s deci- 
sion in the New England Division case, and the prescription of 
just and reasonable divisions between the Erie and its sub- 
sidiaries and the New England lines has been requested by means 
of a formal complaint, No. 14165, Erie Railroad Company et al vs. 
Boston & Maine et al. The request is for. relief without waiting 
for the decision of the case now in the Supreme Court in which 
the lines west of the Hudson have challenged the power of the 
Commission to make the order it entered in that case. The re 
quest is for a prescription of just, reasonable and equitable divi- 
sions to be received by the Erie and the New England lines, 
from August 26, 1920. The Erie and their subsidiaries also ask 
for an adjustment that will require the payment to them, as 
reparation, or damages, of the amount, which they would have 
received had the divisions the Commission may prescribe, been 
in effect from August 26, 1920; that is for an order making the 
divisions the Commission may prescribe, effective from the date 
the rates authorized in Ex Parte 74 began to be collected. 


I. C. C. DEFICIENCY APPROPRIATION 

An attempt by Senator Cummins to give the Commission 
$170,100 for 35 additional locomotive inspectors in the deficiency 
appropriation bill failed in the closing hours before Congress 
adjourned September 22. The amendment went through the 
Senate, but was rejected by the House conferees and the Senate 
receded. The appropriation of $166,150 for carrying out the 
service orders of the Commission and for 15 additional safety 
inspectors was granted. 





LOCATION OF CARS 


The per cent of home cars on home roads as of September 
1 was 57.9, according to compilations made by the car service 
division of the American Railway Association. By classes of 
equipment the percentages were as follows: Box, 43.4; refrié: 
erator, 69; gondola, 68.3; stock, 71.4; flat, 70.7. 

The semi-monthly bulletin of percentages of freight cals 
‘on line to ownership as of September 1 showed the following: 
Eastern district, 98.1 as against 97.2 a year ago; Alleghen) 
district, 99.5 as against 99.1 a year ago; Pocahontas district, 
93.9 as against 89.5 a year ago; Southern district, 1018 % 
against 93.7 a year ago; Western district, 98.3 as against 101.5 
a year ago; total, all districts, 98.7 as against 98.3 a year 480 
Canadian roads, 90.4 as against 97.4 a year ago; Mexican roads, 
103.8 (none last year). 


ABOLITION OF LABOR BOARD 


Representative Foster of Ohio has introduced a bill (H.® 
12789) providing for abolition of the Railroad Labor Board. 
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September 30, 1922 


RECONSIGNMENT OF LUMBER 


In a report on I. & S. No. 1573, reconsignment of lumber and 
other forest products at Dupo, IIl., opinion No. 7877, 73 I. C. C., 
404-5, the Commission has found not justified a proposed reduc- 
tion by the Missouri Pacific of the reconsignment charge on lum- 
per and other forest products at Dupo, Ill., and has ordered the 
carrier to cancel the schedules on or before November 6. In the 
same report the Commission disposed of the complaint in No. 
13291, National Retail Lumber Dealers Asso. vs. B. & O. et al., 
the complaint being dismissed because it had been satisfied by 
the establishment by defendants of uniform reconsigning charges 
heretofore approved by the Commission. 

The Missouri Pacific, by schedules filed to become effective 
June 10, 1922, proposed to reduce from $7 to $3 per car the 
charge for reconsigning lumber at Dupo, when the reconsignment 
instructions were received after the arrival of the car, thereby 
making the charge the same whether the instructions were re- 
cieved. before or after the arrival of the car. The National Retail 
Lumber Dealers Association protested and the schedules were 
suspended until November 7. 

In disposing of the case, the Commission said: 


In American Wholesale Lumber Association vs. Director-General, 
661. C. C., 393, and Reconsignment of Lumber and Other Forest Prod- 
ucts at Boston, Ind., 68 I. C. C., 161, we found not justified proposals 
similar to that of the respondent herein. Uniform reconsigning 
charges were approved by us in the Reconsignment case, 47 I. C a 
590, and, as changed by general increases and reductions, are in effect 
throughout the country except, of course, in the instances com- 
plained of. 


MISSOURI L. C. L. COMMODITY RATES 


The Commission, in a report on I. & S. No. 1544, cancella- 
tion of L. C. L. commodity rates from St. Louis to points in 
southeastern Missouri. ontion No. 7875, 73 I. C. C. 396-99, held 
that the carriers had justified their proposal to cancel less-than- 
carload rates, interstate, from St. Louis and related points, to 
destinations in southeastern Missouri, on bagging, canned goods, 
salt, vegetables and fruit. The cancellation was proposed to carry 
out the Commission’s views in Memphis-Southwestern Investiga- 
tion, 55 I. C. C. 515. In that case the Commission prescribed a 
distance class scale, for application from Memphis, St. Louis, East 
St. Louis, to Missouri and Arkansas points, and between Arkan- 
sas, Oklahoma and southern Missouri. At the time the carriers 
had in effect, along the Missouri-Arkansas border, certain inter- 
state L. C. L. commodity rates, lower than the scale which applied 
generally to intermediate points in Missouri. They said that 
scale was forced by the action of the Arkansas railroad commis- 
sion. To meet the requirements of the fourth section, they said, 
similar rates were made on like commodities, from the same ter- 
ritory of origin to the intermediate Missouri points. 

In compliance with a finding in the Memphis-Southwestern 
case, the carriers cancelled the rates to the Arkansas points, but 
through oversight they did not eliminate the rates to the Missouri 
points. The schedules suspended in this proceeding, they said, 
were filed to carry out the intent of the Commission. Suspension 
was procured on the representation of shippers that interstate 
tates from Kansas City to the same points of destination would 
continue in effect after the proposed cancellation had taken place 
and would result in undue prejudice against St. Louis and undue 
preference for Kansas City. The protestants took the position 
that the scale was established after thorough consideration and 
that it had not been convinced that it was too high. It therefore 
adhered to the views expressed in that case, not only as to the 
quality of the scale, but also as to the relationship of the rates 
from Kansas City and St. Louis. In conclusion it said: 


St While we are not unmindful of the apparent undue prejudice to 
int Louis and related points of origin which will result from the lower 
in tastate rates from Kansas City to the common destination territory, 
they circumstances we conclude that in fairness to respondents they 


Should not longer be required to withhold cancellation of the less-than- 
carload commodity rates in issue. 


KANSAS CITY ABSORPTIONS 


The Commission, in a report on I. and S. No. 1523, Non- 
absorption of Switching Charges of the Kansas City Railways 
Company, opinion No. 7871, 73 I. C. C. 376-81, has approved the 
eared of the Kansas City Southern and the Atchison, Topeka 

Santa Fe to quit absorbing the switching charges of the Kan- 
a City Railways Company on traffic to and from the power 
hola of that carrier at Second and Locust streets, Kansas City, 
ts ng that the service performed by the protesting railway at 
a house is in excess of the legal obligation of the Kan- 

City Southern and the Santa Fe with respect to delivery. 

This was the second effort made by trunk lines to cancel 
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their absorptions. In October, 1921, the Rock Island and the 
St. Louis San Francisco filed tariffs proposing to cease absorp- 
tions of the “Kansas City Street Railways at Kansas City, Mo.” 
Their tariffs were suspended but the trunk lines cancelled those 
tariffs while they were under suspension so the question was 
not decided then. 

The protesting street railway company operates what is 
known as the Westport Belt. When it began a campaign for 
more freight business the question arose as to whether a switch- 
ing charge published by it should be collected on switching 
done by the electric engines of the protestant to and from the 
power house, a combined distance of about 900 feet. The Com- 
mission said the question was not controlled by either the 
length of the haul or the character of the servant, but by the 
character of the service rendered. 


JOHNSON CITY-BRISTOL RATES 


In a report on I. and S. No. 1564, written by Commissioner 
Daniels, opinion No. 7874, 73 I. C. C. 389-95, the Commission, 
disposing of rates carried in schedules filed in supposed com- 
pliance with its latest findings in Chamber of Commerce of John- 
son City, Tenn. vs. Southern, 64 I. C. C. 709, said: 


We find that the following rates under suspension have not been 
justified: Rates on iron and steel articles and agricultural implements 
from Pittsburgh and Buffalo territories; rates from Pittsburgh and 
points taking the same rates on canned goods, in less than carloads, 
taking first class in Southern Classification, and on hides, cattle and 
horse, in carloads; and rates on hides, cattle and skins, calf, green 
We find that the other rates under suspension in this proceeding have 


salted, in carloads, from Chicago and points taking the same rates. 
been justified. 


We further find that in order to remove the undue prejudice 
against Johnson City and the undue preference of Bristol, as re- 
quired in the Johnson City case, on iron and steel articles and agri- 
cultural implements from Buffalo and Pittsburgh territories, and to 
establish just and reasonable rates from such territories to Bristol, 
Johnson City and related points, respondents should establish rates 
not higher than the average of present rates from such territories of 
origin to such points. 


An order was issued directing the carriers to cancel the 
suspended schedules not later than October 27, authorizing them 
to publish rates in accordance with the limitations set forth in 
the findings and discontinuing the proceedings in this matter. 


RATES ON COPRA OIL 


A finding of unreasonableness and an award of reparation 
have been made in No. 10838, Southern Cotton Oil Company v= 
Director-General, Illinois Central et al., opinion No. 7870, 73 I. C. 
C. 372-5, as to rates on copra oil, from points in Louisville, Missis- 
sippi, Tennessee and Arkansas to various destinations, prevail- 
ing in 1917, 1918 and part of 1919. The prayer was for a reason- 
able rate for the future from Newport, Ark., to Memphis, and 
reparation on a large number of shipments in addition to those 
between Newport and Memphis. 

The Commission, in holding the rates unreasonable adhered 
to the principles laid down by it in Oklahoma Cottonseed Crush- 
ers’ Association, 35 I. C. C. 94; 39 I. C. C. 497; and 42 I. C. C. 
571, in which it prescribed a scale for application to shipments 
of cottonseed oil for distances up to 600 miles. In later cases it 
extended that scale, with variations in a number of other oil 
cases. In some of them the cottonseed oil rates were observed 
as minima. 

In the main case, and in Nos. 10870, 10871, 10911, 10935, 11065, 
11078 and their sub-numbers, all covered in this report, all being 
complaints by the same company against the Director-General, 
the Commission held the complainant had made the shipments 
and was entitled to reparation. Rates having been changed 
since the shipments moved, no order for the future was neces- 
Sary, except as to the rates from Newport, Ark., to Memphis. 
As to that rate the Commission held it was not unreasonable, 
but unduly prejudicial to the extent it exceeded the rate on 
cottonseed oil. The carriers are to revise that rate in accordance 
with the finding not later than December 16, on statutory notice. 


EXPORT TOBACCO RATES 


In a report, written by Commissioner Esch, on J. and S. No. 
1540, Tobacco from Ohio River Crossings to Gulf Ports for Ex- 
port, opinion No. 7873, 73 I. C. C. 384-8, the Commission held the 
carriers had justified their revision of rates on unmanufac- 
tured tobacco, including both increases and reductions, from 
Ohio River Crossings and adjacent points in western Kentucky 
and northwestern Tennessee to gulf ports for export. vacated 
its orders of suspension and discontinued the proceedings. 

The revision was intended, as the railroads said, to more 
nearly equalize export tobacco rates from the Ohio River Croas- 
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Sept 
ings and related points, to gulf ports, with those to the Atlantic The Milwaukee, in its petition, gives a number of illustra. 
ports. The Kentueky railroad commission, farm and commer-_ tions of the advantages its competitors receive at the hands of 
cial organizations in Kentucky and the New Orleans Joint Traf- the defendants, which are denied to it, as follows: 
fic Bureau protested and procured the suspension of the rates 
which were to have become effective at various times between ,,,,2),,The tariff adjustment is such that the Soo Line can ac. 

to inating at all points on its rails or received 

May 5 and July 1, last. The suspended schedules were devised connections, handle the same Fin connection with the Canadian — 
to carry the reductions made on agricultural products January Pacific and the Spokane International, affiliated companies, de. 


1, last, with a proviso that higher rates should apply after . ne acme caer’ Spokane for Portland. (Agent, 
June 30. When the rates were reduced July 1, the suspended . ee ae Sn eee, eee 


4 (b) All connections with the Soo Line, including the Cc. y 
supplements were supplemented so as to provide for the re- & St. P. Ry., are privileged to accept freight from shippers or con- 
ductions advised by the Commission in its report on Reduced nections, delivering the same to the Soo Line at Minnesota Trans. 


fer, and moving via the Canadian Pacific and Spokane Interna- as t 
Rates, 1922. ad ~ & N na 


3 P : J ’ tional through Spokane and the O. W. to Portl has 
The adjustment which is to be made is based on the Louis- (Agent, R. H. Ceuation I. C. C. No, 1085.) ortland. ra 
ville rates and rates made in relation thereto. The carriers _ (c) The Great Northern Ry. has joint through rates to Port- volt 
proposed to equalize rates to Norfolk, Va., Baltimore and New ae tan ot a = Ba i MF "teak" canteens an mov 
Orleans by increasing the rates to New Orleans to the level of Great Northern Ry. also handles, in connection with the O. W. R The 
the Baltimore and Norfolk rates, which were to be brought & N., through Spokane business originating on all connections per 
down somewhat. The proposed schedules did not propose tc Silos wilde aeeanasanner ahaaiamnie Uae anos = het cee mel 
4 ee ‘ ares : ion, 
equalize the domestic rates. The protestants and the railroads the Great Northern, Spokane and the O. W. R. & N. to Portland coll 
agreed upon the principle of port equalization but differed as Oregon. (Agent, R. H. Countiss, I. C. C. No. 1085.) 
to methods. i a en's nh ee has eee ene with core 
e e e ° e roug pokane an allula, asnington, 
In deciding the case the Commission said it was convinced {9 portiana, Oregon, on all shipments originating’ on thelr len YS. 
the rates to New Orleans were depressed by reason of the os eee from anes ns: alee have joint Fatenan rates under 62. 
“former river competition.” It also said it was not convinced whic ey accept shipments from connections a nnesota 
i a Transfer, including the C. M. & St. P. Ry., on all traffic via th scr! 
that any fixed relationship ever existed, in these rates, between Northern Pacific, gn Sod and Walluia. Washington, and the ten 
gulf and Atlantic ports. It also said that equalization alone ier, R. & N. to Portland. (Agent, R. H. Countiss, I. C. C. No, Jer: 
would justify increases. ; 
‘ oat (e) The Northern Pacific Ry. is also permitted to handle cas 
“But we have many times held that if a carrier elects tc freight via Spokane and Wallula to Portland, originating at all apr 
discontinue a competitive rate, whether because the competition stesvens = mS & vows Ry: = en magn ne Peoria, did 
. ; . cansas y, cago and other terminals, giving at line their 
ea longer — - because does _ og —— to com longest possible haul to Aberdeen, S. D., at which point the 
pete, we would concern ourselves only with whether or not freight is delivered to the C. & N. W. Ry. for delivery to the fro 
the increased rates are just, reasonable and proper.” Northern Pacific at Oakes. (Agent, R. H. Countiss, I. C. C. No. the 
The report admitted the tobacco industry in western Ken- 1985.) . per 
tucky and Tennessee was in a precarious condition, as testi $2. 
fied, and said the Commission would be very reluctant to au- per 
thorize a change in freight rates that would add to the burden REVENUE FREIGHT LOADING $1, 
of the growers. “But,” it added, “we are not convinced from Revenue freight loading jumped to 945,919 cars in the week 
the record before us that the proposed schedules would result, ended September 16—the largest number of cars loaded in any 
in the aggregate, in increased charges to the producers.” In week since that ending October 22, 1921, when the total was 
conclusion the Commission said examination of proposed rates 962,292 cars, according to the weekly report of the car service 
convinced it the rates would not be unreasonable. division of the American Railway Association. The loading on 
oe a eek wee showed an increase of 113,175 cars over the preceeding week me 


when only 832,744 cars were loaded on account of observance ha 
MILWAUKEE ATTACKS CONNECTIONS of the Labor Day holiday. In the corresponding week of 1921 


The Trafic World Washington Bureau and 1920 the loading totaled 852,552 and 991,166 cars, respectively. 


Loading by districts in the week ended September 16 and int 
Allezing that the Union Pacific, Oregon Short Line, and the jn the corresponding week of 1921 was as follows: 25 
Oregon-Washington Railroad & Navigation companies discrim- Eastern district: Grain and grain products, 8,118 and 9,288; on 
inate against it, and favor its competitors, in the making of jive stock, 3,201 and 2.958; coal, 48,024 and 44,063; coke, 1,490 bu 
through routes and joint rates to and from Portland, Ore., the and 1 391: forest products, 5,550 and 4,077; ore, 5,945 and 1,749; ha 
Chicago, Milwaukee & St. Paul, in formal docket No. 14167, merchandise, L. C. L., 65,750 and 62,060; miscellaneous, 96,269 m 
pny the three ge? mentioned as defendants, has asked the and 81,674: total 1922. 234 347: 1921 207 190: 1920, 235,794. lo: 
ommission to exert the power given it in paragravh 4 of sec- why if ae : Satis : 4 af 
tion 1, paragraph 8 of section 15, and paragraph 4 of section 15 44 a ae oe Lp gel -~— P srseaye 8 > m 
and require them to make through routes and joint rates with 3761. od 2.835: Provo an setae “GONE eink RAME* exe, $128 aul di 
it either through Plummer, Ida., or Marengo, Wash., not only ¢’i95."terchandise L, C. L. 49.462 and 46707; miscellaneous th 
to Portland but to points taking Portland rates. 75 810 d 58 830: total 1922 . 198.236: 1921. 169,406: 1920, el 
According to the petition of the Milwaukee the three de- 209 739 on iii 4 , sei : ere th 
fendants named make through route and joint rate arrange- iy 4 308: pe 
ments which give its transcontinental competitors long hauls Pocahontas district: Grain and grain products, 245 an a a 
over their own rails but require it to deliver freight from the live stock, 326 and 390; coal, 17,044 and 18,670; coke, 156 and a m 
east, received at Chicago or Milwaukee, to them at Omaha. That forest products, 1,177 and 1,132; ore, 42 and 224; merchand - b 
‘requirement gives the Milwaukee only fifteen per cent of the L. C. L., 5,022 and 5,722; miscellaneous, 2,954 and 4,199; total, al 
haul between Chicago and Portland at a low division, it says. 1922, 26,966; 1921, 30,799; 1920, 38,178. v 
The filing of the formal complaint was preceded by informal Southern district: Grain and grain products, 3,550 and R 
efforts by the Milwaukee, carried on through direct negotiations 3,749; live stock, 2,470 and 1,921; coal, 19,900 and 21,804; coke, 
and appeal to the Commission to the road made defendants in 816 and 319; forest products, 17,319 and 15,136; ore, 1,147 and fc 


this case, to make more liberal arrangements for the trans- 308; merchandise, L. C. L., 36,496 and 38,561; _ miscellaneous, 


continental .extension of the Milwaukee, which, being a new- 37,708 and 38,114; total, 1922, 119,401; 1921, 120,512; 1920, 130,911. 
comer in the transcontinental field, according to the opinion of Northwestern district: Grain and grain products, 18,928 
its traffic officials, has not been given the amount of business to nq 15,742: live stock, 8,789 and 7,441; coal, 8,640 and 9,863; coke, 
which it is entitled, in the interest of expeditious service for 0 a 


1,350 and 505; forest products, 16,049 and 11,131; ore, 34,472 
the public. The declaration is made in the complaint that by ana 18,376: tie ena L. C. L., 29,473 and 28,710; miscel'an- 
the making of through routes and joint rates via the Milwau- gous 37,116 and 34,566; total, 1922, 154,817; 1921, 126,334; 1920, 
kee’s rails the public will be as well or better served than at 169,493. 
present. 


In a letter to the Commission, written while the informal __, Central eta Genet: ae fand grain products, 88." 
negotiations were going on, R. M. Calkins, vice-president of the lg ig > ta: be t alee, 7 405 and 6.376: ore, 2,081 
Milwaukee, said the policy of the Union Pacific had been and ©°e, 475 wee handi se a 39700 and 32,129: miscellaneous, 
still is such as to give competitors of the Milwaukee privileges 224_785; merchandise, "992, 144,688: 1921, 198,849: 1920, 139,829. ) 
of through routes and joint rates such as the Milwaukee was 54478 and 45,567; — pie gt agen 4.562 and ! 
asking for, that the policy of the Spokane, Portland & Seattle, Southwestern district: Grain and grain pee grees coke, 
not mentioned as a defendant, gave competitors of the Milwau- 4,946; live stock, 3,495 and 2,869; coal, 7,809 - a 164; 
kee privileges to territory west of Portland, to Astoria and Fort 150 and 130; forest products, 6,447 and 6,246; _ an 98,964 
Stevens, that were denied to the Milwaukee. The policy of the merchandise, L. C. L., 15,610 and 15.858; misce 67.222 : 
two, the letter said, deprived the Milwaukee of through routes and 28,796; total, 1922, 67,514; 1921, 64,462; 1920, 67,222. ~ 
and joint rates, given to others, in connection with the Camas Total, all roads: Grain and grain products, _—_ 611; 
Prairie, Southern Pacific, Yakima Valley Transportation Com- 55,170; live stock, 34,929 and 30,098; coal 172,241 and age 
pany, Oregon Trunk Railway, United Railways, Oregon Electric, coke, 8,188 and 4,833; forest products, 57,371 and ge 
Portland Railway, Light & Power, Diamond O Navigation Com- 53,293 and 28,348; merchandise, L. C. L., 234,513 and 22 +991 
pany, Clatskanie Navigation Company, and Harkins Transpor- miscellaneous, 333.294 and 292,346; total, 1922, 945,919; ' 
tation Company. 852,552; 1920, 991,166. 
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Tentative Reports of the Commission 








COKE FROM EVERETT, MASS. 


A finding of unreasonableness and an award of reparation, 
as to rates on coke from Everett, Mass., to Binghamton, N. Y., 
has been recommended by Examiner Myron Witters, in a report 
on No. 18491, Fairbanks Company vs. Boston & Albany et al., in- 
yolving twenty-seven carloads of by-product coke, three of which 
moved in November, 1917. The others moved in 1920 and 1921. 
The examiner said that undercharges ranging from 30 to 50 cents 
per ton were outstanding but that on account of his recom- 
mendation that the rates be condemned as unreasonable, the 
collection of the undercharges should be waived. 

Witters suggested the Commission dispose of the case in ac- 
cordance with the decisions in Seaboard By-Product Company 
ys. Erie et al., 53 I. C. C. 171, and same vs. Director-General, 
62 I. C. C. 317. In the last mentioned case the Commission pre- 
scribed the so-called Providence scale of the New Haven, ex- 
tended for 600 miles, from Seaboard, N. J., to points in New 
Jersey, New York and New England. In the hearing in that 
case, the examiner said, the carriers expressed their purpose to 
apply that scale from Everett. He said the record in this case 
did not show whether that scale was ever published from Everett. 

But regardless of whether the scale was or was not in effect 
from Everett, Witters said the Commission should apply it to 
the traffic in this case and award reparation on the basis of 80 
per cent of the scale to the shipments in November, 1917, or 
$2.48 per ton; $3.10 from April 1 to August 25, 1920, and $4.34 
per ton after August 26, 1920. As he figures the reparation, 
$1,135.22, with interest, is due the complainant. 


CONSOLIDATION OF SHIPMENTS 


On a holding that it is not unreasonable for carriers to 
omit to provide rules for the consolidation of less-carload ship- 
ments into carload shipments en route, Examiner J. Edgar Smith 
has recommended dismissal of the complaint in No. 13674, Con- 
solidated Rendering Company vs. Boston & Maine et al. 

The complainant alleged that on April 13, 1920, it had loaded 
into one car at its plant in Lowell, Mass., fertilizer weighing 
25,920 pounds consigned to Murphy Road, Me., 8,640 pounds to 
one consignee and 20,150 pounds to another consignee at Wash- 
burn, Me., upon three separate bills of lading. After the car 
had left Lowell the complainant attempted to divert the ship- 
ments to Washburn in order to convert them into a single car- 
load shipment, weight 54,710 pounds, 25,920 pounds of which, 
after arrival at Washburn, would be sent forward as a new ship- 
ment from that place to Murphy Road. It was alleged that the 
diversion was not accomplished as desired by complainant, but 
that the three shipments were separately reconsigned and deliv- 
ered to V. E. Wilder at Washburn, and charges were collected 
thereon based on the carload rate and minimum weight of 40,000 
pounds for two of the shipments and on the less-carload-rate and 
actual weight of the 8,640 pounds consignment; that the ship- 
ment originally billed to Murphy Road went forward from Wash- 
burn to that place in the car in which it had first been loaded, 
and that by reason of the facts defendants had been guilty of 


Violation of sections 1 and 6 of the interstate commerce act. 
Reparation was asked. 


fi The examiner’s discussion of the case and his conclusions 
ollow: 


th The allegations of the complaint are substantially supported by 
eae be which, however, further shows: That the original error in 
throws these shipments separately was complainant’s and_ arose 
eh its method of bookkeeping; bills of lading, invoices and other 
papers relating to shipments being made on a manifolding machine. 
t After the execution of these bills of lading and the departure of 
bed car it was too late to correct the error and the details of com- 
scorned efforts to that end, or of the assisting endeavors of the 
ine” defendants, are not material to the disposition of this pro- 
Co The rule in effect _at the time these shipments moved, Rule 14, 

nsolidated Freight Classification No. 1, in so far as applicable, was 


as follows: 

is shipntioaa ratings or rates apply only when a carload of freight 

po es from one station, in or on one car, * * in one day, by 
er 


one bill for delivery to one consignee at one destination. Only 
i ill of lading from one loading point and one freight bill shall be 
~— for such carload shipment. * * *” 
dae hese shipments moved from one station, in one car, in one day, 
and — shipper for delivery to three consignees at two destinations; 
seein Tee separate bills of lading were signed by shipper and the 
ment of the initial carrier. The record further shows that these ship- 
Lowell were prepaid on three separate receipted freight bills dated at 
by an’ _rhereafter the three bills of lading were separately modified 
E Wilders of an intermediate carrier to read: “‘Diverted to Vernon 
shipm er, Washburn, Me., order of the shippers 4/15/20.” The re- 
local — of 25,920 pounds from Washburn to. Murphy Road on the 
and Raine | between those points having been made, such prepayment 
Offer + Pment result in a mere overcharge which the defendants 
me correct, 
diversio error in this matter is clearly chargeable to the shipper. The 
and are, ceconsignment, und billing rules of defendants were not 
€ not unreasonable in that no provisions are therein made for 





the consolidation of less-than-carload shipments into carload ship- 
ments after they have left the point of origin. 

Similar circumstances, such as here shown, have not heretofore 
been presented to the Commission; but the Commission has always 
insisted that shippers must observe certain duties to themselves and 
to the carriers. Indeed the law iequires definiteness in all billing 
instructions, and the time to determine whether 54,710 pounds loadea 
in one car in one day shall go forward as a carload to one consignee 
at one destination, or to three consignees at_two destinations, is be- 
fore the car moves from point of origin on the bill or bills of lading. 

Conference Ruling 175 is as follows: 

_ 175. Carload Shipments.—A coffee broker purchased from three 
different merchants at New York three lots of coffee for shipment to 
one customer as one carload. The three lots were delivered to the 
carrier under circumstances that would have entitled them to go to 
destination as a carload shipment had proper instructions been given. 
Because of the failure of the shipper’s agent to give such instructions 
the three lots went forward to destination as three shipments, at 
the less-than-carload rate. Upon _inquiry by the carrier whether it 
might assess the carload rate: Held, that freight charges must be 
collected on the basis of the less-than-carload rate.’’ 

And this ruling was not modified by the report and order in 
Sheldon & Co. vs. Wabash R. R. Co., 38 I. C. C., 569. The complaint 
should be dismisseu. 


RATES ON SAW LOGS 


Examiner Paul O. Carter has recommended dismissal of 
the complaint in No. 13111, Kneeland Bigelow Company et al. 
vs. Michigan Central, on a finding that saw log rates from vari- 
ous points in Michigan on the Mackinaw division of the Mich- 
igan Central to Bay City were and are not unreasonable, un- 
justly discriminatory or unduly prejudicial. 

He recommended that the Commission hold that the rates 
on saw logs from points in Michigan on the Mackinaw division 
of the Michigan Central to Bay City, when dependent for their 
applicability on the volume of the outbound movement from Bay 
City to interstate destinations via the line of the Michigan Cen- 
tral of the products manufactured from such logs at Bay City, 
were interstate rates when the manufactured product moves 
from Bay City to interstate destinations via the Michigan 
Central. 

The complainants alleged that the rates were interstate in 
character because of a stipulation in defendant’s tariff that they 
would apply only when 80 per cent or more of the lumber man- 
ufactured at complainant’s saw mills was shipped from Bay 
City via the defendant’s line. 


RATES ON WASTE AND VENT PIPE 


Denial of a prayer for reparation has been recommended by 
Attorney-Examiner Arthur R. Mackley in a tentative report on 
No. 13017, Ideal Supply Company vs. Southern et al. He pro- 
posed that the Commission dispose of the case by holding that 
rates on waste and vent pipe from Birmingham, Anniston and 
Gadsden, Ala., to Macon, Ga., higher than those voluntarily es- 
tablished in satisfaction of the complaint, were not unreason- 
able and that the relationship between the rates to Macon and 
Atlanta, Ga., had not been shown to be such as unduly to preju- 
dice Macon and prefer Atlanta. 

The rate to Macon from the points involved was $6 per ton 
at the time of the filing of the complaint. The contemporaneous 
rates to Atlanta were $3.13 from Birmingham and Gadsden and 
$2.50 from Anniston. As the result of the complaint the de- 
fendants filed a tariff with the Commission, to become effective 
July 30, 1922, providing for rates to Macon $1 higher than to 
Atlanta, the rates to Atlanta to remain unchanged. Under Re- 
duced Rates, 1922, this rate became 90 cents, instead of $1 higher 
than to Atlanta. The present adjustment is satisfactory to the 
complainant, according to the report. The examiner said the 
record did not contain requisite proof of damage to the com- 
plainant. 


UNREASONABLE DEMURRAGE 


Demurrage charges assessed and sought to be collected on 
six carloads of machinery shipped during February, 1918, from 
Waynesboro, Pa., to Greenville, N. J., for export, were unreason- 
able and unlawful, according to a proposed report by Examiner 
Myron Witters on No. 138547, Allied Machinery Company of 
America vs. Director-General, as agent, Pennsylvania. 

At Greenville, N. J., the shipments were unloaded for ground 
storage awaiting orders for the vessel. The consignee decided 
to place the machinery in a warehouse in New York and the 
shipments were forwarded for team track delivery at the Hen- 
derson St. Station, Jersey City, N. J. The shipments were re- 
loaded by the railroad company into eight gondola cars and the 
machinery was too heavy to be unloaded from the gondolas with- 
out the use of a crane or derrick. The defendants, according to 
the report, maintained a crane for the use of shippers in un- 
loading heavy freight at the Henderson St. station. 

The complainant contended that actual placement of the 
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cars was made only when they were placed in such position as 
to make it physically possible to unload them, and that cars 
held for unloading, awaiting the use of the crane, were not con- 
structively placed. It said further it had men and trucks on 
hand to unload the cars promptly as they were placed under 
the crane. 

The examiner recommended that the Commission hold that 
the cars in question were not placed for unloading until they 
were in a position from which they could be unloaded by the 
crane, or until each car was in a position to be placed under the 
crane, and the crane was available for unloading that particular 
car; and that the demurrage charges assessed were unreasonable 
and unlawful. 


SLEEPING CAR FARES 


In proposing the dismissal of No. 11567, The Order of United 
Commercial Travelers of America vs. The Pullman Company, 
Chief Examiner Robert E. Quirk said the return to the fares 
prior to May 1, 1920, when the Pullman Company made in- 
creases amounting to practically 20 per cent, without reduc- 
tions in operating expenses—more substantial than could be 
foreseen now—would not only impair, unduly, the defendant’s 
operating income, but would create a deficit. 

“The claim that the rate reduction sought, if made, would 
stimulate travel in Pullman cars to such an extent as to in- 
crease rather than diminish defendant’s revenues, is too specu- 
lative to be accepted as a basis for condemning rates,” said 
Quirk. He said the 20 per cent increase had increased the 
gross revenues approximately $13,000,000 per annum. 

Quirk did not approve the Pullman Company’s way of fig- 
uring its net but under either way of figuring, his report 
showed, a reduction in the revenue, such as might be expected 
to result from a restoration of the old fares, would wipe out 
the net. The company figured the net in 1921 at $4,787,524. 
Quirk said that under the Commission’s accounting rules the net 
would have been shown as $6,537,524, the difference being due 
to the method of handling the cost of repairs in 1921. 


RECONSIGNMENT AND DIVERSION 


Dismissal of the complaint in No. 13563, Western Petroleum 
Refiners’ Association vs. Chicago, Rock Island & Pacific et al., 
has been recommended by Attorney-Examiner John McChord on a 
finding that reconsignment and diversion rule 12 as applicable to 
shipment of petroleum was not unreasonable or unjustly dis- 
criminatory. The complainant alleged that rule 12, which pro- 
vides that where carload shipments have been placed for unload- 
ing on private sidings at original destination and are reshipped 
therefrom to a point outside of the switching limits, the published 
local rates will apply to and from the point of reshipment, was 
unreasonable and unjustly discriminatory as applied to petroleum, 

The complaintant contended that petroleum was different 
from any other commodity shipped by rail, in that it was gen- 
erally shipped in cars owned by the shipper; that the same trade 
practices did not prevail in the sale of petroleum as with other 
commodities; that the seller guaranteed quality and quantity, 
and the ownership thereof remained with the shipper until it 
arrived at destination and was accepted by the consignee; that 
the nature of the commodity demanded that it be unloaded on 
private sidings, and that the situation surrounding the trans- 
portation of petroleum placed the shipper at the mercy of un- 
scrupulous consignees under the present reconsignment rules. 

The complainant asked that in lieu of rule 12 the defendants 
be required to publish and maintain a rule permitting recon- 
signment of petroleum and petroleum products in carload com- 
modities, after placement on consignee’s private track, on the 
basis of the through rate from the point of origin to ultimate 
destination. 

The examiner said the quest of the reconsignment of a com- 
modity, whether enroute or after arrival at its original billed 
destination, had heretofore been specially considered by the 
Commission in Reconsignment Case, 47 I. C. C., 590, 642, and in 
Reconsignment And Division Rules, 58 I. C. C., 568. In dispos- 
ing of the case, the attorney-examiner said: 


None of the rules approved by the Commission authorizes the 
movement of any commodity beyond the point to which it was origi- 
nally consigned, on the basis of the through rate, after the car has 
been placed for unloading on a private track. To entitle the con- 
signee to the benefit of the through rate from the point of reconsign- 
ment to the subsequent destination, the car must be reconsigned 
either in transit, or after arrival at destination and before placed for 
consignee on a private siding. Otherwise it is treated as a new ship- 
ment and must bear the local rate to the place to which reshipped. 

The question here presented for consideration is whether the com- 
plainant has made such a showing as will justify the Commission in 
establishing the rule requested. Such a rule, if established, would 
give to the complainant through rates on petroleum, from the point to 
which originally consigned and received, to the ultimate destination 
where under the rules approved by the Commission no other com- 
modity is permitted to move under such rates. When the car has 
been placed on the private siding of the consignee and thereby de- 
livered to him, it seems proper that a reshipment should move on the 
published local rates to final destination. Otherwise, parts of a car 
of petroleum could be delivered at many points upon a through rate. 
Complainant represents that on the hearing of the Reconsignment 
Case, supra, and subsequent cases, it had no opportunity to present 
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facts in support of the reconsignment rule requested in these pro. 
ceedings. In the consideration of fifteenth section application No, 
5319, in Reconsignment and Diversion Rules, supra, the requests of 
the shippers of oil were considered with respect to the rule covering 
back or out-of-line hauls. The Commission said: 

“The proposed rule is protested by shippers of oil whose business, 
it is claimed, depends upon the extensive use of reconsigning arrange. 
ments. It is urged that this rule would greatly restrict their business, 
because the increased rates applicable would make the charges too 
high to permit the movement of oil on reconsignment. It was shown 
from eight instances of movements of oil that for an average out-of. 
line haul of 44.7 miles above the average direct line haul of 549.1 miles 
the charges would be increased 61.8 per cent, whereas the average 
additional distance would be increased 8.1 per cent.’’ 

The rule complained of was found justified, except that when ag 
shipment has not been placed for unloading at the reconsignment 
point, the charge should be the through rate from point of origin to 
ultimate destination plus the published local or through rates appli. 
cable to the back-haul movement in both directions, and a reconsign. 
ment charge. The complainant has presented no facts that would 
justify the Commission in sustaining its contention. The complaint 


should be dismissed. 
RATES ON COMMON BRICK 


A recommendation that the Commission should find that the 
rates on common brick ffom Beaumont and Schneider, Tex., to 
destinations in Louisiana are and for the future will be unrea- 
sonable to the extent that they may exceed for like distance the 
rates contemporaneously maintained on the same commodity be- 
tween Shreveport, La., and Texas common points as a result of 
the Shreveport and National Paving Brick Manufacturers’ Asso- 
ciation cases, has been made by Examiner Fred N. Oliver in a 
tentative report on No. 12740, Beaumont Chamber of Commerce 
er & Western et al. No request for reparation was 
made. 

The examiner said there was assigned for hearing in connec- 
tion with the case Fourth Section Application No. 628, by which 
the carriers asked for authority to continue to charge for the 
transportation of common brick from Beaumont to points in 
Louisiana rates lower than those contemporaneously maintained 
from intermediate points. He said the only witness for the car- 
riers stated he was not familiar with the situation, and that the 
defendants apparently had elected to disregard the situation 
and that fourth section relief should be denied. 





LUMP COAL RATES 

Examiner R. L. Shanafelt has recommended the dismissal 
of No. 13308, L’Anguille River Railway Co. et al. vs. Illinois 
Central et al., on a finding that the rates on lump coal, from 
mines in western Kentucky, on the Illinois Central, and the 
Louisville & Nashville, to Marianna, Ark., since March 1, 1920, 
were and are not unreasonable or otherwise unlawful. The 
complainants, a railroad company and manufacturers at Mari- 


anna, claimed the rates should not be higher than those to 
Helena, Ark. 


REPARATION ON ANTHRACITE 


Examiner E. L. Gaddess, in a report on No. 13459, Central 
Wisconsin Supply Co., Inc., vs. Chicago, Milwaukee & St. Paul 
et al., said the Commission should hold unreasonable the rate 
collected on one carload of anthracite, shipped in November, 
1920, from Pittsburgh, South Side Station, to Sparta, Wis., to 
the extent it exceeded $4.80 from Pittsburgh to Chicago, plus 
$2.97 from Chicago to Sparta and plus $70 reconsignment charge. 
Gaddess said the demurrage imposed on the car was caused 
by the negligence of the carrier and should be refunded. 


MIDLAND CONTINENTAL RATES 


A finding of unreasonableness and an award of reparation 

on account of combination rates on wheat from Millarton and 
Sydney, N. D., to Minneapolis and Duluth has been made by 
Examiner C. I. Kephart, in a report on No. 12967, C. H. Ham- 
mond et al. vs. Midland Continental et al. He said the com- 
binations should be held unreasonable to the extent they ex 
ceeded the rates subsequently established, which were the same 
as those from Franklin, N. D. 
The grain involved moved in December, 1912, and January, 
19138. The case was handled on the informal docket, but not 
settled. The Midland Continental said the application of the 
higher combinations resulted from its failure to notify the Mil- 
waukee, the publishing carrier, when Millarton and Sydney were 
opened for business. Its defense, for not making reparation, 
the examiner said, was that it operated at a loss in 1920 and 
in the first seven months of 1921. 


REASONABLE RATES ON WASTE HAIR 

A recommendation that the Commission hold that the fifth- 
class rate charged for the transportation of eight carload ship- 
ments of waste hair (reclaimed by shredding woven human 
hair mats, used in cottonseed oil extraction), from Charlotte, 
N. C., to Lynchburg, Va., during federal control, was not unrea- 
sonable, has been made by Attorney-Examiner Arthur R. Mack- 
ley in a tentative report on No. 13441, Southern Cotton Oil Com- 
pany vs. Director-General, as agent. The complainant allege 
that the fifth-class rate of 411% cents per 100 pounds was unrea- 
sonable to the extent that it exceeded 16% cents, established 
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for similar traffic May 10, 1919, the shipments in issue having 
moved between February 10 and March 18, 1919. The examiner 
said the complaint should be dismissed. 


SWITCHING CHARGES ILLEGAL 


Examiner Fred N. Oliver has recommended an award of 
reparation in No. 13734, Cyrus C. Shafer Lumber Company vs. 
Director-General, as agent, Illinois Central, on a holding that 
charges collected for switching six carloads of lumber at Cairo, 
jll., during federal control, based on a rate of 2.5 cents per 100 
pounds on five carloads and 3 cents on one carload, were illegal 
to the extent that they exceeded charges which would have 
accrued at the legally applicable rate of $2 per car. 


RATES ON LUMBER REASONABLE 


Attorney-Examiner W. B. Hunter has proposed dismissal of 
No. 13566, Central Pennsylvania Lumber Co. vs. Director-Gen- 
eral, as agent, Susquehanna & New York Railroad Co. et al., on 
a finding that a rate of 22.5 cents per 100 pounds on lumber, 
intrastate from Masten via Towanda to York, Pa., during federal 
control, was not unreasonable. 


REPARATION ON BEEF LIVERS 


An award of reparation has been recommended by Examiner 
John T. Money in a report on No, 13347, Armour & Co. vs. Di- 
rector-General, as agent, on a proposed finding that rates charged 
during federal control on frozen beef livers from the freezer of 
the Merchants’ Refrigerating Company at Jersey City, N. J., to 
shipside, Pier A, of the Lehigh Valley railroad at Jersey City, 
for export, were unreasonable to the extent that they exceeded 
$6.30 per car plus 3 cents per 100 pounds. A rate of 17 cents 
per 100 pounds was applied to the shipments. 


RATES ON CLAY 


Examiner J. Edgar Smith has recommended dismissal of 
the complaint in No. 13177, Winslow & Company vs. Director- 
General, as agent, on a finding that, during federal control, a 
rate of $4 per ton on clay from pits served by the Lehigh Valley 
at Perth Amboy, N. J., to Portland, Me., for delivery by the Bos- 
ton & Maine, was not unreasonable as compared with the rate 
contemporaneously published between the points named via an- 
other route, or as compared with the rate subsequently estab- 
lished from the pits to destination. 


LAWFUL DEMURRAGE CHARGES 


Attorney-Examiner W. B. Hunter has recommended dismissal 
of the complaint in No. 13685, F. M. Sibley Lumber Co. vs. Direc- 
tor-General, as agent, Detroit Terminal et al., on a finding that 
demurrage charges collected on cars of lumber delivered to com- 
plainant at Detroit between July 10, 1919, and January 28, 1920, 
were lawfully assessed. The examiner said the controversy re- 
lated entirely to the dates of placement and release of the cars 
and that the complainant did not have a preponderance of the 
evidence on those questions. 


UNREASONABLE RATES ON STEEL RAILS, ETC. 


An award of reparation has been recommended by Attorney- 
Examiner John McChord in a tentative report on No. 13670, Wal- 
ter A. Zelnicker Supply Co. vs. C. & O. et al., on a finding that 
arate of $11.76 per gross ton on a carload of steel rails, bolts and 
joints shipped on November 9, 1921, from Huntington, W. Va., 
to Copperhill, Tenn., was unjust and unreasonable. The charges 
were based on the applicable commodity rate of $3.36 from Hunt- 
ington to Cincinnati, and the class N rate of $8.40 beyond. The 
examiner recommended that the Commission should find that the 
tate assailed was unreasonable to the extent that the factor 
from Cincinnati to Copperhill exceeded $7 per gross ton. He 
said because the Commission had entered upon a general investi- 
gation of class rates into southern territory which might affect 
the rate situation considered in the instant case, no finding for 
the future should be made and no action should be taken with 
respect to fourth section applications involved in the case. 


EXCELSIOR BOLT RATES. 


Examiner Bronson Jewell, in a report on No. 13,482, Cradock 
Manufacturing Co. v. Norfolk Southern, said the Commission 
should hold unreasonable, but not unduly prejudicial, rates on ex- 
celsior bolts from stations on the Norfolk Southern, in North 
Carolina, to Portsmouth, Va., to the extent that such rates ex- 
ceeded rates on cord wood. He said the Commission should order 
the establishment of rates on excelsior bolts on that basis. 


COAL RATES FOR HAGERSTOWN 


In a report on No. 12726, Hagerstown (Md.) Chamber of Com: 
romp vs. Western Maryland et al., Examiner C. I. Kephart said 
the Commission should hold unreasonable and unduly prejudicial 
Tates on soft coal from the Cumberland-Piedmont, Meyersdale, 
hg Virginia, and Pittsburgh-Youngstown fields to Hagerstown, 
la award reparation on shipments within the period allowed by 

W. He said the Commission should hold the rates unduly 
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preferential of Martinsburg, W. Va., and Harrisburg, Pa. He said 
the Commission should prescribe rates from the two first men- 
tioned fields, not exceeding $2.62 per ton and $2.87 from the two 
fields last mentioned. He said the mines in the West Virginia 
and Pittsburgh-Younghiogheny field that have heretofore taken 
differentials over other mines might be continued on that basis. 
He said the Commission should also hold that any rates to 
Hagerstown for the future higher than those to Harrisburg and 
Martinsburg would be unduly prejudicial. 


LUMBER PENALTY NOT APPLICABLE 


A finding that the penalty charges imposed on three Car- 
loads of lumber, in addition to ordinary demurrage, were 
straight overcharges because imposed on lumber that had been 
refused and then reshipped to other points, has been recom- 
mended by Examiner J. Edgar Smith, in a report on No. 13694, 
Stetson, Cutler & Company vs. New York, New Haven & Hart- 
ford. The question was, Smith said, did the complainant re- 
consign or reship? The complainant contended it reshipped 
and that the imposition of the $10 per day penalty on cars 
reconsigned or held for reconsignment amounted to mere over- 
charges. 

The facts were stipulated. The three cars moved from 
Stockbridge, Mass., one to Providence, R. I., and two to Paw- 
tucket, R. L, in June, 1921. Each car was placed for delivery, 
but delivery was not accepted. When they were refused the 
complainant directed reshipment to South Haven. 

Smith said that Providence and Pawtucket were not ordi- 
narily used for reconsignment purposes. He said the ship- 
ments were billed in good faith to original destinations and re- 
fused. Local rates to and from the original destinations were 
paid. On such a showing, Smith said the Commission should 
hold the imposition of the penalty charges amounted to straight 
overcharges which the carrier should refund promptly. 


SOUTH DAKOTA GRAIN RATES 


A recommendation that the Commission order into effect the 
bases of rates prescribed by it in South Dakota R. R. Commis- 
sioners vs. Director-General, 73 I. C. C. 347, has been made by 
Examiner Henry C. Keene, in a report on No. 11047, Greater Des 
Moines Committee, Inc., vs. Director-General, Baltimore & Ohio 
et al. His recommendation was that the Commission should 
hold the rates on grain and grain products in South Dakota, 
east of the Missouri River to Des Moines unreasonable and 
unduly prejudicial, for the reasons set forth in the case already 
mentioned and also for the reasons set forth in Rates on Grain, 
Grain Products and Hay, 64 I. C. C. 85. 


LEMON RATE UNREASONABLE 


Examiner E. L. Gaddess, in a report on No. 13598, Dickin- 
son Grocery Company vs. Director-General, Atchison, Topeka & 
Santa Fe et al., has recommended a finding that a rate of $1.44 
on lemons from Upland, Cali., to Dickinson, N. D., assessed on 
a carload of lemons shipped June 9, 1919, was unreasonable to 
the extent it exceeded $1.25. The Director-General defended the 
rate of $1.44, Gaddess said, although lower rates prevailed to 
points on each side of Dickinson on the ground that the blanket 
rate of $1.25, extended to Dickinson, February 29, 1920, was es- 
tablished to meet not only competition from Sicily and Florida, 
but other conditions as well, and that that blanket rate could 
not be used to impeach the higher rate to Dickinson. Gaddess 
said there was no merit in that contention. He recommended 
reparation to the basis of the $1.25 rate. 





BERRY BOX RATE UNREASONABLE 


In a report on No. 13538, The Sebastopol Berry Growers’ 
Association vs. American Railway Express Company, Examiner 
F. W. McM. Woodrow recommended that a first class rate of 
$5,47 per hundred on new, empty, berry boxes from Raymond, 
Wash., to Sebastopol, Calif., shipped in July, 1921, in five less- 
than-carload lots, be held unreasonable to the extent it exceeded 
the rate of $2.89, applicable on fruits and vegetables over the 
route of movement. Woodrow found that the express rate had 
been increased July 1, 1920, by means of a change in classifica- 
tion which, he said, the express company had not justified. He 
said the Commission should require the company to restore that 
rate and make reparation amounting to about $609. 


BURLINGTON SALT RATES 

A finding that rates on salt from points of production in 
Ohio, Michigan and Indiana to Burlington are unduly prejudi- 
cial to the Iowa city and unduly preferential of St. Louis, Han- 
nibal and Quincy has been recommended by Examiner John T. 
Money, in a report on No. 13181, Burlington Shippers’ Associa- 
tion et al vs. Akron, Canton & Youngstown et al. He said the 
Commission should hold the rates unlawful to the extent they 
exceed those to St. Louis, Hannibal and Quincy. The record, 
he said, did not warrant an award of reparation. 


FOURTH SECTION VIOLATION 
According to Examiner F. W. McM. Woodrow, a fifth class 
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rate of $1.19 imposed on a shipment of carbide of calcium, from 
Duluth to Kirby, Wyo., in June, 1917, although in violation of 
the fourth section, was not unreasonable. In a tentative report 
on No. 13467, The Hendrie & Bolthoff Manufacturing & Supply 
Co. vs. Chicago, Burlington & Quincy et al., he said the Com- 
mission should so hold and deny reparation. The complainant 
contended that a commodity rate of 95 cents from Duluth to 
Spokane should have been applied. The $1.19 fifth class rate 
was made applicable at points intermediate between Duluth and 
Spokane by a method of tariff publication not in accordance 
with the rules of the Commission, Woodrow said. The com- 
plainant contended that, while the fifth class rate was applicable 
the Duluth-Spokane commodity rate should have been observed 
as the maximum. 


LAW ON EMERGENCY RATES 


Occasion for considering the law respecting low rates or- 
dered, as a gratuity, to help distressed communities and indus- 
tries arose in No. 13427, J. A. McIntosh vs. Director-General, Chi- 
cago, Rock Island & Pacific et al., on which Examiner F. W. 
McM. Woodrow has made a report which he thinks the Com- 
mission should adopt. The rates under consideration were those 
established, by the Director-General, in November, 1918, on steck 
feeds to the southwest in which drought conditions made the 
feeding of range cattle necessary. 

On telegraphic instructions from the Director-General, the 
railroads made emergency rates just half what they were nor- 
mally. In this case the question was as to the proper charge 
to have been made on a carload of cottonseed cake, shipped from 
Memphis to Mosquero, N. M. The published joint rate was 46.25 
cents, ascertained by applying one-half of the 92.5 cent class B 
rate. Contemporaneously, the aggregate of intermediates, based 
on Forrest City, Ark., was 54 cents. The complainant contended 
that he was entitled to one-half of the combination rate, instead 
of one-half of the 92.5 cent class B rate. The carriers admitted 
the unreasonableness of the 92.5 cent class rate but contended 
that as one-half of that rate was less than the combination, the 
rate charged was not unreasonable. 

In his defense the Director-General pointed out that the re- 
duction was purely voluntary, made in an altruistic attempt to 
aid the southwestern territory in its emergency. 

“In the absence of undue prejudice resulting in damage,” 
said Woodrow, “any reduction below a reasonable rate is in the 
nature of a donation to the shipper but is not necessarily un- 
lawful. Under the law, a carrier can make special emergency 
rates in an effort to assist the public to cope with certain situa- 
tions that would otherwise result in serious injury, but the Com- 
mission cannot compel a carrier to furnish gratuitous service, 
or services for rates that are less than reasonable.” 

Woodrow said the Commission should dismiss the complaint. 


FEDERAL CONTROL OIL RATES 


Examiner Fred N. Oliver has recommended the dismissal of 
No. 12897, Eastern Texas Electric Company vs. Director-General, 
Texas & New Orleans et al., on a holding that rates on 610 tank 
carloads of fuel oil, from West Port Arthur to Beaumont, Tex., 
between August 17, 1918 and August 31, 1920, were not unreas- 
onable. The attack was leveled, primarily, against the 4.5 cent 
addition made to a rate of 5 cents, made August 17, 1918, as a 
result of negotiations between midcontinent refiners and the 
Railroad Administration as a substitute for the 25 per cent ad- 
vance decreed by General Order No. 28. As filed, the complain- 
ant attacked the 9.5 cent rate, which became 12.5 cents August 
26, 1920, and 18 cents March 18, 1921, as violative of the first 
four sections of the act. At the hearing the complaint was con- 
fined to the allegation of umnreasonableness. The testimony 
showed rates higher and rates lower than those under attack, 
some prescribed by state and some by federal authority for com- 
parable or longer or shorter hauls. 

The examiner said the 9.5 cent rate yielded 10 cents per 
ton mile but made no calculations as to the yield at the 12.5 and 
13-cent rates. He said the ton-mile under the 6.5 cent rate, es- 
tablished April 5, 1922, to which basis reparation was sought 
yielded 6.8 cents per ton-mile, $2.30 per car-mile and $43.62 per 
car for a 19 mile haul. The 9.5 cent rate yielded a car revenue 
of $63.75. 


BURLINGTON SUGAR ADJUSTMENT 


It is unreasonable and unduly prejudicial, in the estimation 
of Examiner Warren H. Wagner, for the carriers to exact a rate 
of 66.5 cents on sugar from New Orleans and points taking the 
same rate, to Burlington, Ia., while charging only 60 cents to 
Quincy and other points in Illinois, across the river from Burling- 
ton. Therefore he has recommended, in a report on No. 13309, 
Burlington Shippers’ Association vs. Atchison, Topeka & Santa 
Fe et al., a finding and an order to that effect. By implication 
he recommended the extension of the 60 cent rate to other Iowa 
points. He did that by calling attention to the fact that the 
Chicago-Peoria class-rate bases apply to Mississippi River cities, 
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including such cities as Keokuk, Fort Madison, Burlington, Mus. 
catine and Davenport, on class traffic from New Orleans, with 
class rates to Chicago from one to three cents over Peoria. But 
on sugar, he said, Chicago is given a 60 cent rate while the 
Iowa cities which have lower class rates on traffic from New 
Orleans than Chicago, pay 6.5 cent more than Chicago on sugar, 
He also cited the testimony of the complainant to show that in 
a long list of commodity rates Burlington takes no higher rate 
than Chicago, and in some instances, one cent lower. Since 
1910, Wagner said, Chicago had had a lower rate on sugar from 
New Orleans than Burlington. 

Notwithstanding the handicap of the difference in rates, the 
examiner said that in 1921 Burlington received more than twice 
the number of cars of sugar than were sent to Davenport, Du- 
buque, Rock Island, Galesburg and Monmouth, the last three 
mentioned having the 60 cent rate. Wholesale grocers of Burl- 
ington said that to meet the competition of the east bank 
dealers, they had sugar sent to those points and distributed to 
nearby points from the Illinois cities. 

The defendants objected to any change in the Burlington 
rate without a corresponding change in rates from the Atlantic 
seaboard on the ground there was a relationship between the 
rates, made according to commercial competition and not mile 
age. They asserted that originally the rate from New Orleans 
to Burlington was based on the lake-and-rail rate from Phila- 
delphia, in 1910, being one cent over the Philadelphia lake-and- 
rail rate and one cent under the ail-rail Philadelphia rate. Ay 
present they said the adjustment was one cent under the lake- 
and-rail and 5 cents under the all-rail rate from Philadelphia. 
Under that rule, the rate from New York to Burlington, Keokuk, 
Galesburg, Monmouth, Quincy, Clinton and Davenport is 73.5 
cents. 

Reduction of the New Orleans-Burlington rate to 60 cents, 
they asserted, would necessitate reductions to Fort Madison and 
Keokuk and probably as far north as Dubuque. 


Wagener said the allegation of unjust discrimination had not 
been sustained. He said there was nothing in the tariffs to 
prevent the routing of traffic moving on the 60 cent rate through 
Burlington, but he did not suggest any kind of ruling as to the 
fourth section situation. He contented himself with a recom- 
mendation that the 66.5 cent rate be held unreasonable and un- 
duly prejudicial to the extent it exceeds, or may exceed, the 60 
cent rate. 


CEMENT RATES TO ARIZONA 


A finding of unreasonableness, reparation and an order 
establishing rates for the future have been recommended by 
Examiner Henry C. Keene in a report on No. 13565, Maricopa 
County Highway Commission et al. vs. Arizona Eastern et al., 
as to rates on cement from Crestmore, Cal., to Avondale, 
Liberty, Buckeye, Chandler Junction, Chandler and Gilbert, 
Ariz. A finding of unreasonableness as to rates in the past 
and reparation have been made as to shipments from Crest- 
more to Fowler, Ariz. 

Keene said the Commission should find the rates assailed 
to Avondale, Liberty, Buckeye, Chandler, Chandler Junction 
and Gilbert were, are, and for the future will be unreasonable 
to the extent they exceeded, exceed, or may exceed the rates 
in cents per 100 pounds shown in the following table: 


Aug. 26, 1920, 


Subsequent- to June ‘ 

ly to June 30, 1922, Prior to 

30, 1922 Inclusive Aug. 26, 1920 
Crestmore to Avondale.........ccccs ao. 36.5 29. 
Crestmore tO LADerty ....006scccccewns 34. 37.5 30. 
Crestmore to Buckeye. ...ccccccesces 34. 38. 30.5 
Crestmore to Chandler.............. > 35.5 28.5 
Crestmore to Junction.............. 31.5 35. 28. 
Crestmore to Gilbert... ....sceseccsces 32. 35.5 28.5 


He said it should further find the rates charged from Crest- 
more to Fowler prior to February 7, 1922, were unreasonable 
to the extent they exceeded 28.5 cents per 100 pounds prior to 
August 26, 1920, and 35.5 cents per 100 pounds on and after 
that date; that following Arizona Corporation Commission VS. 
A. E. R. R. Co., 64 I. C. C. 758, the rates charged from Crestmore 
to Phoenix prior to February 7, 1922, were unreasonable and 
unduly prejudicial to the extent they exceeded 28 cents per 
100 pounds prior to August 26, 1920, and 35 cents per 100 
pounds on and after that date. Bowden Company vs. Director 
General, 57 I. C. C., Si. 





A CORRECTION 


E. W. Sieboldt, traffic manager of the Roxana Petroleum 
Corporation, St. Louis, Mo., writes as follows: 


Page 632, of the Traffic World, September 23, under the penis 
“Bastern Oil Proportionals,’ first paragraph states that the ag om 
Petroleum Corporation and the Indiahoma Refining Company nate 
protested against suspension. This is a misstatement of facts. os 
have not protested against the suspension_of cancellation of — 
tional rates from Mississippi River to C. F. A. territory, and as ticle 
no doubt had been misinformed prior to the publication of yd ae 
above mentioned on page 632, we thought possibly you would des 
to issue correction. 
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FUEL DISTRIBUTION 


The Trafic World Washington Bureau 


Conrad E. Spens took office within an hour of the time the 
President announced his appointment, taking over the office 
and machinery that had been accumulated by Henry B. Spencer, 
federal fuel distributor under the voluntary restraint plan put 
into operation by Secretary Hoover. In a statement made im- 
mediately after his assumption of office, Mr. Spens emphasized 
the transportation feature of the work he has to perform. He 
practically ignored the feature of the law authorizing him to 
advise the Commission about unfair prices with a view to hav- 
ing it deny transportation to those demanding such prices. In 
regard to the supply of coal, and the distribution thereof, he 
said: 


The coal production capacity of the country is ample to meet 
all demands. The immediate problem is transportation, and this 
demand on the railroads for abnormal transportation of coal due 
to the miners’ strike comes at a time when for well-known rea- 
sons the physical capacity of the railroads is subnormal, and at 
atime when the offerings of tonnage of all character are great. 
We understand, however, that the railroad situation is daily im- 
proving, and feel confident that the carriers are exerting and will 
continue to exert extraordinary efforts so that what otherwise 
might become a serious situation will be avoided. The result of 
concerted action during the next thirty days on part of all car- 
riers—not only the carriers that originate the coal, but also car- 
riers that participate in the haul of loads and empties—will, we 
feel sure, serve to ameliorate the present apprehension of the 
Administration as well as of the public. 

The co-operation of the consumer is practically as important 
as that of the carrier. At the request of the Administration, Mr. 
Julius H. Barnes, president of the Chamber of Commerce of the 
United States, has addressed American industries, commercial and 
trade organizations urging that purchases of coal under present 
conditions be confined closely to current needs and that there 
be no accumulation of stocks of coal moving under contract or 
otherwise. I would like to add my appeal to that of Mr. Barnes’, 
but will direct my appeal not only to the ‘industrial’? consumer, 
but also to the “domestic” consumer. 

Sufficient coal can be moved for current consumption, but suf- 
ficient coal cannot be moved within the immediate future to 
equalize the deficit that obtains and provide a surplus above im- 
mediate needs. The inconvenience of frequent purchases is small 
compared with the distress that might be suffered by an unequal 
distribution due to exaggerated anxiety or lack of neighborly 
consideration. 

If all consumers of coal—whether domestic or industrial—will 
calmly consider this appeal and will co-operate as suggested, not 
only will their current needs be taken care of, but the result will 
be reflected quickly in the price of coal, which, today, in many 
sections of the country manifestly exceeds a fair profit-basis. 


In a letter to Mr. Spens, announcing his appointment, Pres- 
ident Harding said: 


Iam appointing you to the responsible position of Federal! 
Fuel Distributor under the act just passed by Congress, and I 
earnestly express the hope that you will direct your first attention 
to the further extension of the co-operative arrangements with 
the railways, the coal producing and coal consuming communi- 
ties and the state authorities which have been initiated by the 
Secretary of Commerce and Mr. Spencer, the temporary Fuel Dis- 
tributor. These arrangements, of voluntary origin, are already 
having a large effect in mitigating the situation. 

_ The arrangements set up for the distribution and control of 
price at last year’s levels in the anthracite industry have been 
satisfactorily established in co-operation with the state authori- 
ues and the coal operators. 

The producing capacity of our bituminous mines is far beyond 
the public need, but the limiting factor in the supply is solely 
ansportation. The Interstate Commerce Commission has given 
complete priority on the movement of coal, equal only with agri- 
cultural produce and some other necessities. But beyond these 
Provisions I have the feeling that if we could stimulate the 
enthusiastic and organized personal attention not only of our 
railway executives, but of the entire operating personnel of the 
flways, to a concentrated drive for a period of thirty days, on 

€ movement of coal and the handling of “empties,” we could 


solve the coal situation not onl i 
al s y as to ample supply, but prices 
would be quickly readjusted. F 


i _The authority of the federal government under the act is 
Imited to coal moving in interstate commerce, and, therefore, 
‘an only be effective in control of distribution and prevention of 
extortion as a supplement to the activities of the state authori- 
les, The governors of the various states already have, at the 
request of the federal administration, created state coal com- 
thesis, and I trust, therefore, you will take up definitely with 
em plans for co-operating under the new act. 


a The federal government is loath to undertake to fix definite 
one for coal, because of the objectionable character of such 
at ervention in peace times, because of the difficulty in arriving 
“a prices without giving undue favor to some and loss to 
whi Sap also because of the incompleteness of an authority 
ivan only supplementary to state action. On the other hand, 
individ you to set up such agencies as will vigorously follow up 
ing Ameen using facilities of interstate commerce who are exact- 
rllee ortion, as defined in the act, in order that we may have 
from such practices, at the earliest moment. 


the : trust that the measures initiated to secure co-operation of 
in peebonsible coal operators and dealers can be made effective 
started tion of such profiteering. Likewise the organization 
layed among the consuming community to co-operate by de- 
aid in eerchasing of reserves until transportation increases will 
it restoration of normal prices and distribution. 
these Sars be far more agreeable to our national sense to solve 
trust Ase ye by co-operation rather than by regulation, and I 


Will find that all uni i i 
with you in this puree elements in the community will join 


Telegram to Governors 


and The following telegram was, September 23, addressed to the 


er ‘psa and fuel administrators of the various states by Fed- 
al Fuel Distributor Spens: : 
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The federal act signed by the President the 22nd instant, provides 
that it shall be the duty of the federal fuel distributor, among other 
things, to ascertain in which parts of the United States there shall be 
a shortage of coal and the extent of such shortage; the fields of pro- 
duction and principal markets to which such production is to be trans- 
ported and distributed; the prices normally and usually charged _ for 
such coal and whether current prices considering the costs of produc- 
tion and distribution are just and reasonable; the nature and location 
of consumers, and what persons, regions or community should receive 
priority in transportation and distribution, and the degree thereof, 

The federal government can exert its influence on distribution 
and restrain extortion only so far as concerns coal that may be trans- 
ported from one state to another. 

It has no jurisdiction as to: e : 

1. Coal produced and sold within the state of its production. 


. Fs Retail or wholesale margins or handling coal within those 
states, 


Responsibility as to these features must rest with the state au- 
thorities and if profiteering in coal is to be prevented, except as to 
coal that may be moved across state lines at extortionate prices, the 
proper remedy must be applied by state authorities. 

Coal production capacity exceeds transportation capacity. The 
problem of adequate supplies and diminished prices is therefore pri- 
marily a problem of transportation. The federal authorities in co-op- 
eration with the carriers, are making every possible effort to expedite 
movements. Coal today enjoys the same priority in transportation as 
food and feed. Transportation of cqal is ample to meet current neces- 
sities, but is not sufficient to permit stocking either by household 
or commercial consumers and possibly will not be ample for that pur- 
pose for another sixty to ninety days. 

It appears necessary that state organizations or agencies be cre- 
ated in states where they do not now exist that will invite co-opera- 
tion, that will prevent stocking of coal beyond current necessities and 
that will establish reasonable margin for retailers and wholesalers. 

As above stated, the constitutional authority of the federal gov- 
ernment is limited, but it will gladly co-operate with these state gov- 
ernments as far as it can properly do so. The major responsibility, 
however, for the price at which the coal is sold to the consumers by 


the wholesalers or retailers within the state must rest with the state 
authorities. 


The federal act is, of course, nation wide in its scope and I am, 
therefore, addressing this communication to the governors of all states 
and to the state fuel administrations, where such agencies now exist. 
although I understand there is considerable territory in the United 
States where there is no imminent coal shortage, nor complaint as to 
the cost of this commodity. We shall depend upon the judgment of 
the state authorities in each state as to whether or not the aid of 
the federal government is desired or necessary as to interstate coal. 

I would appreciate early advices from you as to the situation in 


your state and the measures taken or contemplated to meet the 
emergency. 


Donald D. Conn of Minneapolis has been named as assist- 
ant federal fuel distributor. Mr. Conn has been stationed in 
Washington for some time as chairman of a special committee 
appointed by the governors of seven northwestern states to 
represent them in connection with the coal-supply situation. 

Cc. P. White of St. Paul, Minn., has been designated as assist- 
ant to the fuel distributor in handling the fuel situation in the 
Northwest. Mr. White acted in a similar capacity in the latter 
days of the President’s fuel committee. 

C. J. Hepburn of Philadelphia has been retained as general 
counsel to the federal fuel distributor. 

F. R. Wadleigh, chief of the coal division of the Department 
of Commerce, will act as an assistant to Mr. Spens. 

E. M. Durham, of the American Railway Association, went 
to Philadelphia September 25 to represent Fuel Distributor Spens 
at the sessions of the committee of anthracite operators and 
Pennsylvania state officials who are considering the problem 
of the distribution of anthracite. 


H. M. Griggs, of the Cleveland Ore and Coal Exchange, who 
has been handling the movement of lake coal, will continue in 
this capacity. 


It is planned by Fuel Distributor Spens to name special 
advisory committees, representing the general business and 
transportation interests of the country. 


Advisory Committee Chosen 


Federal Fuel Distributor Spens has asked the following 
named railway executives to serve as an advisory committee on 
transportation: Daniel Willard, president, Baltimore & Ohio; 
W. W. Atterbury, vice-president in charge of operation, Penn- 
sylvania; H. E. Byram, president, Chicago, Milwaukee and St. 
Paul; B. F. Bush, president, Missouri Pacific; Hale Holden, pres- 
ident, Chicago, Burlington and Quincy; C. H. Markham, pres- 
ident, Illinois Central; A. H. Smith, president, New York Cen- 
tral; Carl R. Gray, president, Union Pacific. 

Mr. Willard has been invited to act as chairman of the 
committee, which is expected to consider ways and means for 
accelerating the expedition of coal traffic. 

The following have been asked to serve as members of an 
advisory committee for industry, which will keep in close touch 
with the distribution of fuel supplies among industrial interests 
in their respective territories: . Wm. J. Dean, president, Nicols, 
Dean & Gregg, St. Paul, Minn., A. A. Landon, president Amer- 
ican Radiator Co., Buffalo, N. Y., R. P. Lamont, American Steel 
Foundries, Chicago, Ill., A. J. Brosseau, president, International 
Motors Co., 25 Broadway, New York City, S. M. Vauclain, pres- 
ident, Baldwin Locomotive Co., Philadelphia, Pa., Ernest T. 
Trigg, vice-president, John Lucas & Co., Philadelphia, Pa., J. A. 
Campbell, president, Youngstown Sheet & Tube Co., Youngs- 
town, O., Chas. E. Foster, vice-president, American Radiator Co., 
Chicago, Ill., Conrad Swope, president, General Electric Co., 
New York City, N. Y., Eugene R. Grace, president, Bethlehem 
Steel Corp., Bethlehem, Pa., Jos. Inglis, American Blower Co., 
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Detroit, Mich., Sam. T. Bush, Buckeye Casting Co., Columbus, 
O., A. R. Erskine, Studebaker Corp., South Bend, Ind., J. J. Ras- 
kob, Wilmington, Del., Geo. R. James, Memphis, Tenn., Newill 
Sanders, Chattanooga, Tenn., J. S. Hecht, president, Hibemar 
National Bank, New Orleans, La., Wm. Black, Avery & Co., Louis- 
ville, Ky., Robt. F. Maddox, Atlanta National Bank, Atlanta, Ga., 
Theo. F. Whitmarsh, New York City, Max W. Babb, Milwaukee, 
Wis., John M. Crawford, Milwaukee, Wis., Edwin C. Gibbs, Cin- 
cinnati, O., Clarena H. Howard, St. Louis, Mo., Felix M. McWhir- 


ter, Indianapolis, Ind., Alvan F. Simonds, Fitchburg, Mass., Wm. 
Butlerworth, Moline, Ill. 


The last eight named are directors of the United States 
Chamber of Commerce, which organization recently called on 
all local chambers of commerce to co-operate in the present 
emergency. 

Members of the industrial advisory committee will be asked 
to assist especially in the endeavor to have large industrial con- 
sumers confine purchases of coal under present conditions as 
closely to current needs as safety permits; to suspend accumu- 
lation of advance stocks of coal until the present emergency 
pressure on production is relieved; to unload coal cars imme- 
diately and return them to service and to promptly furnish mate- 
rial required for new railroad equipment or repairs. 

The following naval officers have been detailed to act as 
field representatives of the Federal Fuel Distributor, to be sta- 
tioned at various points in the territory east of the Mississippi 
River: Lieut. F. B. Conger of the Bureau of Navigation; Lieut. 
Comdr. Louis Hancock, Jr., of the Bureau of Engineering; Lieut. 
Comdr. A. W. Rieger, of Communications; Lieut. Comdr. H. H. 
Bouson of the Bureau of Ordnance; Lieut. H. G. Patrick of the 
Naval Academy; Lieut. E. P. Eldridge of Portsmouth, N. H.; 
Lieut. G. C. Hitchcock, Torpedo Station, Newport, R. I.; Lieut. 
E. P. A. Simpson, Navy Yard, Boston; Lieut. W. J. Larson, 4th 
Naval District; Lieut. G. B. Junkin, 4th Naval District; Lieut. 
Joseph C. Arnold, 4th Naval District; Lieut. Comdr. L. A. Da- 
vidson, Hampton Roads; Lieut. Comdr. H. H. Ritter, 3rd Naval 
District; Lieut. Comdr. J. R. Mann, Jr., Navy Yard, New York; 
Lieut. Edward O’Keefe, Navy Yard, Norfolk, Va. 

Lieutenant-Commander E. A. Cobey of the Bureau of Sup- 
plies and Accounts will be in immediate charge of the naval 
contingent. Lieutenant-Commander Cobey acted in a similar 
capacity with the President’s fuel committee. 


Producing Districts 


The following regulations, relative to the designation of 
bituminous coal producing districts which will be observed as 
units in the work of the federal fuel distributor, and outlining 
certain data required to be furnished daily by all soft coal pro- 
ducers, were issued September 27 by Fuel Distributor C. E. 
Spens: 


Whereas, By and under the act of the Congress of the United 
States entitled ‘‘An act to declare a national emergency to exist in 
the production, transportation and distribution of coal and other fuel, 
granting additional powers to the Interstate Commerce Commission, 
providing for the appointment of a federal fuel distributor; providing 
for the declaration of car service priorities during the present emer- 
gency, and to prevent the sale of fuel at unjust and unreasonably 
high prices,’’ approved September 22, 1922, the federal fuel distributor 
is required to ascertain: 

(a) Whether there exists within the United States or any part 
thereof a shortage of coal, or other fuel and the extent of such 
shortage. 

(b) The fields of production of coal and other fuel and the prin- 
cipal markets to which such production is or may be transported and 
distributed, and the means and methods of distribution. 

(c) The prices normally and usually charged for such coal and 
other fuel and whether current prices, considering the cost of pro- 
duction and distribution, are just and reasonable; and 

(d) The nature and location of the consumers: and what per- 
sons, copartnerships, corporations, regions, municipalities or commu- 
nities should under the acts to regulate commerce administered by 
the Interstate Commerce Commission, including the transportation 
act, 1920, in time of shortage of coal and other fuel or the transporta- 
tion thereof, receive priority in transportation and distribution, and 
the degree thereof, and any other facts relating to the production, 
transportation and distribution of coal and other fuel; and when so 
ascertained, the federal fuel distributor shall make appropriate rec- 
ommendations pertaining thereto to the Interstate Commerce Com- 
mission from time to time either on his own motion or upon request 
of the Commission, to the end that an equitable distribution of coal 
and other fuel may be secured so as best to meet the emergency and 
promote the general welfare. 

And, Whereas, In and by the said act it is provided that the fed- 
eral fuel distributor may make such rules, regulations and orders as 
he may deem necessary to carry out the duties imposed upon him 
thereby: 

And, Whereas, For the proper performance of the duties imposed 
upon him by said act, and the promotion of the public welfare in the 
just and equitable distribution of bituminous coal during the emer- 
gency, it is essential that the fedéral fuel distributor shall receive, 
daily, specific and detailed information as to all such coal produced, 
and the sale, transportation and distribution thereof: 

Now, Therefore, I, Conrad E. Spens, federal fuel distributor, in 
the performance of the duties.upon me imposed by the said act, and 
under and in the exercise of the authority upon me conferred thereby, 
do hereby make and promulgate the following orders and regulations, 
effective forthwith: 

. For executive purposes, and in order to facilitate the prompt 
and equitable distribution of bituminous coal, the following ‘‘Pro- 
ducing Districts’’ are hereby designated and established, each to be 
under the management and direction of a district representative of 
the federal fuel administrator to be by me hereafter appointed and 
delegated: 

District No. 1. Embracing the state of Alabama, with headquar- 
ters at Birmingham, Alabama. 
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District No. 2. Embracing the state of Tennessee, with heag. 
quarters at Knoxville, Tennessee. 

District No. 3. Embracing the state of Virginia, with headquar. 
ters at Norton, Virginia. 

District No. 4. Embracing all of the state of Kentucky east of 
the 85th Meridian, with headquarters at Cincinnati, Ohio. 

District No. 5. Embracing all of the state of Kentucky west of 
the 85th Meridian, with headquarters at Louisville, Kentucky. 

District No. 6. Embracing the New River, Winding Gulf, Poco- 
hontas and Tug River districts in the state of West Virginia, with 
headquarters at Bluefield, West Virginia. 

District No. 7. Embracing the Kanawha, Logan and Kenova ang 
Thacker districts in the state of West Virginia, with headquarters at 
Charleston, West Virginia. 

District No. 8. Embracing the Fairmont, coal and coke, ang 
Upper Potomac districts in the state of West Virginia, with all other 
districts in said state not heretofore above included, and all districts 
in the state of Maryland, with headquarters at Fairmont, West 
Virginia, 

District No. 9. Embracing the central and Somerset district jn 
the state of Pennsylvania on the Baltimore & Ohio, Pennsylvania, 
Buffalo, Rochester & Pittsburgh, Pittsburgh, Shawmut and Northern, 
Buffalo & Susquehanna, New York Central and Erie railways, with 
headquarters at Altoona, Pennsylvania. 

District No. 10. Embracing all of Westmoreland, Fayette, Wash- 
ington and Greene counties in the state of Pennsylvania, the whole 
of the Ligonier Valley district in the state of Pennsylvania, ang all 
mines in the_ state of Pennsylvania along the west bank of the 
Monongahela River on the Pennsylvania Railroad, with headquarters 
at Greensburg, Pa. 

District No. 11. Embracing the Pittsburgh district, and all other 
districts in the state of Pennsylvania not heretofore above included, 
with headquarters at Pittsburgh, Pa. 

District No. 12. Embracing the state of Ohio, with headquarters 
at Columbus, Ohio. 

District No. 13. Embracing the state of Indiana, with headquar- 
ters at Evansville, Indiana. 

District No. 14. Embracing the Rock Island, Northern, Wilming- 
ton, Fulton-Peoria, Danville, and Central Illinois districts in the state 
of Illinois, with headquarters at Springfield, Illinois. 

District No. 15. Embracing all the Franklin, Williamson and Saline 
counties in the state of Illinois, the Belleville and Mt. Olive districts 
in the said state, and all other districts in Illinois not heretofore 
above included, with headquarters at St. Louis, Missouri. 

District No. 16. Embracing the states of Iowa, Montana and 
North Dakota, reporting to C. T. White, Assistant Federal Fuel 
Distributor, state capitol building, St. Paul, Minnesota. 

District No. 17. Embracing all of the United States west of 
the Mississippi River, except the states of Iowa, Montana and North 
Dakota, reporting directly to the federal fuel distributor at Wash- 
ington, D. C. 

2. Each and every producer of bituminous coal engaged in the 
mining and production thereof at any place in any of the above 
designated producing districts shall daily, until further order, mail 
to the district representative of the federal fuel distributor in the 
district in which such coal shall be produced, a written statement or 
report, signed by such producer, or producers, or by his, their or its 
duly authorized representative setting forth fully and specifically the 
following information as to all shipments of bituminous coal made 
during the previous day: . 

(a) The total number of carloads of each class or grade and size. 

(b) Names and addresses of consignees, with car numbers and 
initials, destinations and amount of each class or grade and size of 
coal shipped to each consignee. : 

(c) As to each shipment. the prices or prices f. o. b. mine as 
contracted. for, charged and/or received for each grade of coal 
shipped. In the case of coal sold at a délivered price at destination, 
the destination price less transportation cost shall be used as the 
mine basis. 

(d) A designation of such of said shipments as shall have been 
made under time (or period) contracts for periods of more than one 
month’s duration. 

Note—Until announcement shall be made by me of the persons 
who shall by me be appointed and delegated as district representa- 
tives, all reports above prescribed shall be mailed to the federal fuel 
distributor at No. 718, 18th street N. W., Washington, D. C. 


Assignments of the naval officers who will act as field rep- 
resentatives of the Federal Fuel Distributor are as follows: 
Lieut. Comdr. H. H. Ritter, St. Louis, Mo.; Lieut. Comdr. A. W. 
Rieger, Cincinnati, Ohio; Lieut. Comdr. L. A. Davidson, Knox- 
ville, Tenn.; Lieut. Comdr. Louis Hancock, Jr., Pittsburgh, Pa.; 
Lieut. Comdr. H. H. Bouson, Columbus, Ohio; Lieut. Comdr. ds 
R. Mann, Jr., Louisville, Ky.; Lieut. H. G. Patrick, Evansville, 
Ind.; Lieut. E. P. Eldridge, Birmingham, Ala.; Lieut. G. C. Hitch 
cock, Springfield, Ill.; Lieut. E. P. A. Simpson, Charleston, W. 
Va.; Lieut. G. B. Junkin, Fairmont, W. Va.; Lieut. Edward 
O’Keefe, Norton, Va.; Lieut. F. B. Conger, Altoona, Pa.; Lieut. 


W. J. Larson, Bluefield, W. Va.; Lieut. Joseph C. Arnold, 
Greensburg, Pa. 


John G. Price, attorney general of Ohio, Clarence J. Neal, 
fuel administrator of that state, and George F. Baer of the 
Cleveland Chamber of Commerce conferred with Fuel Distrib- 
utor Spens, relative to methods of co-operation between the 
state and federal organizations. At the suggestion of the Ohio 
officials, the naval officer representing the federal fuel adminis 
trator in that state will be stationed in the office of State Fuel 
Administrator Neal, in Columbus, where much information and 
statistical data collected as a result of legislation recently em 
acted by the Ohio general assembly will be available. The Ohio 
officials were especially interested in the obtaining of a proper 
proportion of available anthracite supplies and of bituminous 
coal from eastern Kentucky and the Virginias adaptable as 4 
substitute domestic fuel. : 

Wayne P. Ellis, assistant chief of the coal division of the 
Department of Commerce, has been detailed to the office of the 
fuel distributor as statistician. 


LAKE COAL SHIPMENT 


More coal was transported to Lake Erie points and dumped 
in the period Sept. 21-24, inclusive, for shipment up the Grea 
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Lakes than ever before in history, according to reports received 
from the railroads by the car service division of the American 
Railway Association. 

On Thursday, Friday, Saturday and Sunday, last week, an 
average of 4,081 cars were received and dumped daily. 

The railroads are now transporting to Lake Erie points an 
excess of 1,000,000 tons of coal a week, the average fixed by the 
federal fuel distributor as the amount that should be received 
at Lake Erie points each week to insure an adequate supply in 
the northwest this winter. 

In the week which ended last Saturday, 27,959 cars carrying 
1,400,000 tons of coal were received there. The week before 21,431 
ears loaded with 1,071,600 tons were received. During the first 
nine days this month 16,688 cars were transported, loaded with 
934,400 tons. As a result of the increased movement of coal 
during the past week the railroads have not only made up for 
lighter shipments earlier in the month but have brought the 
weekly average to more than 1,100,000 tons for the entire period. 

Reports received by the car service division show that 21,481 
ears containing 1,074,000 tons of coal were either received at 
lake Erie points Sunday or would reach there within forty-eight 
hours. This meant that by Wednesday this week the railroads 
would have delivered at Lake Erie ports 74,000 tons of coal in 
excess of the amount contemplated to be brought there within an 
entire week. , @ jd 


COAL LOADING 


A new high record for the period since the anthracite strike 
was settled, in the number of cars loaded with anthracite coal 
was established on September 20, according to reports received 
by the Association of Railway Executives. 

On that day 6,767 cars were loaded. This was an increase 
of 1,040 cars over the day before. This also exceeded the aver- 
age for September last year by 1,316 cars, and was more than 
twice the daily average for September, 1920. 

Loadings of bituminous coal on September 20 totaled 28,746 
cars. This was 750 cars less than the day before. 

During the first three days of the week, however, 95,572 
cars were loaded with bituminous coal, 113 cars in excess of 
the first three days last week. 

Loading of bituminous coal amounted to 27,396 cars on 
September 22. This was a reduction of 2,087 cars compared 
with the preceding day but exceeded the daily average for Sep- 
tember last year by 2,839 cars. It also exceeded the daily aver- 
age for August this year by 10,333 cars. 

Loading of anthracite coal totaled 5,730 cars, 182 cars below 
the preceding day. This was, however, 279 cars above the 
daily average for September last year, and 167 cars in excess 
of the daily average for the third week in September this year. 

A new high mark for the period since April 1, when the 
miners’ strike began, was set in the number of cars loaded with 
coal during the week which ended on September 23, according 
to reports received by the Association of Railway Executives. 

The total for the week was 212,110 cars. This exceeded the 
Preceding week by 16,968 cars. 

On the basis of this loading, coal production during the past 
week approximated 11,500,000 tons, of which about 9,750,000 tons 
was bituminous and 1,750,000 tons was anthracite coal. Total 
production for the week before was approximately 10,633,000 
tons for both kinds of coal. 

Bituminous coal loading last week, according to complete 
reports, totaled 177,207 cars, 1,881 cars over the week before. The 
Temaining 34,903 cars were loaded with anthracite, an increase 
of 15,087 cars over the preceding week. 

Reports showed 24,756 cars loaded with bituminous coal last 
Saturday. This was 2,640 cars below the day before. This ex- 
ceeded by 199 cars the daily average for September last year. 
— loadings, however, are always under other days in the 

Loading of anthracite coal on Saturday amounted to 5,588 
tars, 142 under the day before, but 137 cars above the daily 
average for September one year ago. 

More bituminous coal was loaded September 25 than on any 
one day so far this year, or in the year 1921, without excep- 
tions, according to reports received by the car service division 
of the American Railway Association. Loading last Monday 
Was only exceeded on six days in the year 1920, during which 
time there was the heaviest loading ever known in the history 
of the railroads. 

; The total for last Monday was 38,804 cars. While loading 

i that day is always heavy, last Monday shows a progressive 

a Over every Monday in September this year, and ex- 
ae by 1,474 cars the total for Monday, September 18, which 
a marked the peak up to that time for the period since the 

miners’ strike began on April 1 last. 

the Naar wig with the daily average for September last year, 

1 an al on Monday was an increase of 14,247 cars. It also was 
’ . cars in excess of the daily average for last August. 

al “gry loadings on Monday totaled 5,942 cars. This ex- 

a ed last Saturday by 354 cars. It also excelled the daily 
erage for September last year by 491 cars. 
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COAL PRODUCTION REPORT 


“Normal production at the anthracite mines during the 
present week (September 18-23) has brought the total output of 
all coal, anthracite and bituminous, up to about 11,650,000 net 
tons,” the Geological Survey said in its current coal production 
report. “This is still somewhat below the amount required to 
meet current consumption and lake shipments and at the same 
time to rebuild consumers’ stocks.” 

Continuing, the Survey said in part: 


The total output of anthracite during the first week after the 
strike was 1,064,000 net tons and during the present week (the sec- 
ond following the strike) it was about 1,850,000 net tons. 

Production of bituminous coal in the present week is estimated at 
from 9,600,000 to 9,900,000 tons, a slight increase over the week pre- 
cedin 

The all-rail movement of soft coal to New England through the 
six principal Hudson gateways increased to 3,009 cars, and of anthra- 
cite to 438 cars, in the week ended September 16. There were also 
shipped through Rouses Point 21 cars of bituminous coal in the week 
ended September 9, and 69 cars of bituminous and 2 of anthracite in 
the week ended September 16. . 

Statistics collected by the Massachusetts Fuel Administration give 
the quantity of anthracite received in New England in the present 
calendar year to August 31 as 3,345,000 net tons, against an average 
of 7,700,000 in corresponding periods of the six years preceding. 

Receipts of bituminous coal from January to August, inclusive, 
this year were 10,805,000 net tons as compared with 11,020,000 tons 
in the same period of 1921, and with an average of 14,880,000 tons for 
the corresponding periods in the six years preceding. The bituminous 
coal trade this year is notably different from other years in that a 
larger part of the supply came by tidewater instead of by rail. 

Shipments of bituminous coal through Hampton Roads in the 
week ended September 16 increased slightly over the previous week, 
but remained as for several weeks past, at about 300,000 net tons. 
Dumpings for the week totaled 307,426 tons as against 298.697 tons 
in the week before. Cargo coal for export and for New England de- 
creased whereas coal for other coastwise destinations and bunker coal 
increased. 

The movement of soft coal up the lakes from ports on Lake Erie 
finally touched the million ton mark in the week ended September 17. 
Final returns have not yet been received, but preliminary daily re- 
ports on cars dumped indicate an increase of 71 per cent over the 
week preceding, when the piers handled 683,000 tons of cargo coal, and 
35,000 tons of vessel fuel, a total of 718,000 tons. 

A further increase has marked dumpings of lake coal during the 
present week. The total handled at the piers on the 3 days Septem- 
ber 18 to 20 showed an increase of 59 per cent over the corresponding 
days of last week. This indicates that lake coal is now going for- 
ward at a rate close to the maximum of any time in the past. 

The total cargo coal dumped from the beginning of the season 
to September 17 was in round numbers 7,000,000 tons. This was 
10,100,000 tons behind 1921, and even 6,170,000 tons behinl 1920, when, 
as now, priority was given to coal shipped to the lakes. 

Final statistics of production as reported to the Geological Survey 
by the bituminous operators show 415,921,000 net tons in 1921. The 
Survey’s preliminary estimate, published January 7, 1922, was 407,- 
000,000 tons. The error in the estimate was thus 2.2 per cent. 

These figures are exclusive of the output of country banks and 
of some wagon mines. They include, however, many small operations 
that fall within the definition of wagon mines, but that operate stead- 
ily year after year. The tonnage not included, it will be agreed, would 
amount to little in a year of acute depression such as 1921. Were 
statistics available for the small mines not included, the total output 
would be raised by not much over 1,000,000 tons. 

The value of the bituminous coal produced in 1921 was reported to 
be $1,199.000,000 as against $2,109,000.000 in 1920. The average value 
per ton f. o. b. mines declined from $38.75 in 1920 to $2.89. 


SERVICE ORDERS TO STAND 


The Trafic World Washington Bureau 


Contrary to expectations held by railroad men a week or 
ten days ago, the abrogation or suspension of service orders 
other than No. 22 will not take place in the immediate future. 
Improvement in the coal situation has not been such as notice- 
ably to impress the Commission. Instead, on September 29, the 
Commission’s division having charge of service matters, began 
consideration of a suggestion to modify the reconsignment rule 
with a view to limiting reconsignment of coal cars. A sugges- 
tion coming, however, from Commission sources and not from 
any railroad organization or from Fuel Distributor Spens, was 
that not more than one reconsignment should be permitted. 

Fuel Distributor Spens and the American Railway Associa- 
tion opposed limitation. The coal operators, as a rule, seemed 
indifferent. The association, on the advice of a traffic commit- 
tee, took the position that, while there might have been an emer- 
gency suggesting such a limitation a month ago, the condition 
was not such now as to warrant any emergency action on re- 
consignment. That was the tenor of the reply made by Presi- 
dent Aishton to Commissioner Aitchison’s letter. Aishton and 
Spens thought more speed could be made if attention could be 
given by railroad men to transportation than to proposed changes 
in rules. 

In his communications with railroad men Mr. Spens has 
urged extra efforts by the operating staffs of railroads, from the 
presidents down, to have coal moved to destinations or junction 
points without set-outs, and have empties moved without delay 
at terminals or junctions, even if such efforts entail greater cost. 
His effort is to have October made the big month, by the rail- 
roads, without resort to any part of the coal price control stat- 
ute, or without cessation in transportation of other classes of 
traffic. 

An indication that the Commission would place restrictions 
on reconsignment of coal shipments was given September 27 
when a letter from Commissioner Aitchison to President Aish- 
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ton, of the American Railway Association, was made public. Mr. 
Aitchison said a question had arisen in Division 5 as to whether 
at the present time and under prevailing conditions there should 
be some modification of the reconsignment practices on ship- 
ments in open top cars. Mr. Aishton was requested to give his 
opinion and that of other carrier representatives on the subject 
and also their best information as to the extent to which the re- 
consignment practice is used and in what sections of the coun- 
try, and as to the amount of delay caused by the practice. Mr. 
Aitchison said the views of the carriers should be submitted 
not later than Friday to be serviceable. 

Men who thought they were good at making accurate esti- 
mates predicted that by October 1 Service Orders Nos. 24 and 25 
would be suspended, and No. 22 be the only one outstand- 
ing. That is the one that authorizes railroads to divert traffic 
and protect the rate applicable over the route selected by the 
shipper, when they find themselves unable to handle traffic. 
The changes made in No. 23 were foreshadowed about a week 
ago. Henry Ford’s staff is said to have been reliably advised, 
before the Ford plant was closed, September 16, that revision 
of No. 23 in such a way as to abolish the priorities for preferred 
users of coal was in sight, and that perhaps he had better not 
carry out his determination to close his shops. 

Intimations almost as broad as those concerning No. 23 
had been made about Nos. 24 and 25. Naturally, much would 
depend on the advice the Commission would receive from C. E. 
Spens, the federal fuel distributor, who, like H. B. Spencer, his 
predecessor in office, is a railroad man, and therefore in a posi- 
tion to give advice of value on the subject. 

Those who know Spens believed, even before his appoint- 
ment was announced, that his first step would be to urge upon 
railroad men the exertion of unusual efforts to get coal moving 
at a faster gait and get it unloaded in less than 24 hours, so 
the cars could be on their way back to the mines with the 
shortest possible time at terminals and destinations. After the 
expected effort was under way, Spens and the railroad men who 
are expected to help him in his task, would be able, it was as- 
sumed, to make an accurate estimate as to whether it would be 
safe to suspend the orders requiring the railroads, if not able to 
currently handle all freight offered, to give preference to food, 
feed, live stock, perishables, fuel, medicines, petroleum and 
its products in tank cars, and mine supplies. 

At the hearing, September 21, on the application of the sand 
and gravel producers for modifications of Service Orders Nos. 
23 and 24 (the application having been made before the promul- 
gation of No. 25), Commissioner Aitchison showed anxiety, only 
to be assured that coal would be distributed to prevent distress, 
without thought of assuring supplies in excess of the current 
needs. Apparently he was willing to listen to suggestions that 
when that had been accomplished all restrictions should be 
removed and every industry placed on a footing of equality with 
every other. In other words, that he was not of the opinion 
that an effort should be made to get the distribution of coal 
on any basis other than supplying immediate needs before giv- 


ing all classes of freight an equal chance to obtain transporta- 
tion. 


SHOP STRIKE PETERS OUT 


The Trafic World Washington Bureau 


“The shopmen’s strike is now so nearly over that the rail- 
road companies were notified yesterday by the car service divi- 
sion of the American Railway Association that they need no 
longer honor the request for daily information as to the number 
of new employes taken on in place of the strikers,” the associa- 
tion announced September 28. “On Tuesday, September 26, 
the figures filed with the car service division showed that the 
railroads reporting had approximately 363,417 employes engaged 
in the maintenance of cars and locomotives. Adding to this ap- 
proximately 13,000 employes for some fifty non-reporting roads, 
gives a total of approximately 376,417 employes, or approxi- 
mately 90 per cent of normal force. Starting on the tenth of 
July with 155,685 employes, the railroads, up to September 26, 
had added 220,732 employes. Of these approximately 71.417 have 
been added since September 1.” 

The Association of Railway Executives this week announced 
that on September 23 the shopmen’s forces of the railroads had 
been recruited up to 85 per cent of normal for the country as a 
whole and that, in the Eastern district, the percentage was 98 
per cent. The railroads reported that on September 23 they 
had 212,698 more men at work in the shopcrafts departments 


than on July 10, which was ten days after the shopmen’s strike 
started. 


INJUNCTION CONTINUED 


Judge Wilkerson, in the federal court in Chicago, September 
23, continued the injunction restraining the striking railroad 
shopmen throughout the country from committing acts which 
might be interpreted as interfering with the movement of mails 
or interstate commerce. The motion for dismissal of the tem- 
porary injunction granted on September 1 on Attorney-General 
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Daugherty’s petition was denied. The temporary injunction 
thus was in force until a, preliminary order was issued by the 
federal judge. This order will remain in force pending hearings 
on the government’s petition to make the injunction perma. 
nent. Arguments of counsel as to the form the preliminary 
order was to take were heard September 25 by Judge Wilkerson, 

Federal Judge James H. Wilkerson formally entered the 
temporary injunction order against the striking railroad Shop- 
men September 25. An order providing for its immediate ep. 
forcement was issued’after brief proceedings. Counsel for the 
strikers and for the government had been summoned to appear 
and suggest such changes in the form of the order as would 
not conflict with the opinion handed down by Judge Wilkerson 
September 23. The government counsel offered no suggestions 
other than those personally proposed by Attorney-General Daugh. 
erty at the close of the injunction hearing. Donald R. Rich. 
berg, chief counsel for the railmen, declined to suggest any 
form, stating that the union objected to the injunction as q 
whole and was not interested in the form: of the order. 

A hearing of the government’s anti-strike injunction case 
before three judges in the federal District Court will be sought 
before the case is appealed. Federal Judge Wilkerson on Sept. 
26 granted additional time to Assistant Solicitor General Black. 
burn Esterline to confer with Attorney General Daugherty on 
the proposal to have the injunction reviewed by three judges in 
the circuit court of appeals. 

Judge Wilkerson ordered attorneys for both sides to appear 
in court Monday, October 2. The time for starting the hearing 
on the final order will then be set. 


LABOR BOARD HEARINGS 


Hearing before the United States Railroad Labor Board on 
a petition of 15,000 signalmen for a wage increase started Sep- 
tember 25. The signalmen are attempting to get back the war- 
time wage. They also are seeking changes in certain working 
rules. One rule, in particular, that they aim to have changed 
allows them overtime pay only after the ninth hour, instead of 
after the eighth hour. This class of labor was cut five cents an 
hour by the Labor Board, effective July 1. Approximately forty- 
two railroads are involved in this controversy. 

The case was taken under consideration September 26 by 
the Board after counsel for the men and the railroads completed 
their arguments. 

David W. Helt, President of the Brotherhood of Railway 
Signalmen, concluded his argument for the union late Tuesday 
morning. He declared that since the cut in the signalmen’s pay 
from between 53 and 80 cents an hour to a range of 48 to 70 
cents an hour, the men were not getting a living wage. 

An attack on the shopmen’s position was made Tuesday 
afternoon by John G. Walber for the eastern roads, John Hig- 
gins for the western and Dr. C. P. Neal for the southeastern. 

It is expected that the board will render its decision about 
October 1. 

The Labor Board this week heard the petition of train dis- 
patchers and subsidiaries on forty-three roads. They are seek- 
ing a change in working conditions, largely. They are asking 
for two weeks’ vacation with pay, sick leave with pay, and the 
inclusion of chief dispatchers in schedule agreements with the 
roads. 

Hearings started September 28. J. G. Luhrsen of the 


American Train Dispatchers’ Association was the opening wit 
ness. 





THE MAILS AND THE STRIKE 

“While delivery of the mails during the recent shopmen and 
miners’ strike was delayed, congestion did not occur at any 
point in the United States that was not relieved in a few hours, 
the Post Office Department said in a statement this week. 

“This was the contents of a short statement made by Post- 
master General Work in announcing that a state of normalcy 
had again been reached in the transportation of the mails. The 
Postmaster General said: e 

The embarrassment to the mails incident to the recent strike of 
certain railway employees and coal miners has passed into history. 


Our srevice has been delayed but at no point has congestion occurred 
that has not been relieved in a few hours, 


CONN GOES TO A. R. A. 


The Trafic World Washington Bureos 


Donald D. Conn, assistant fuel distributor, has been appointed 
manager of a department in the American Railway Association 
that deals with the relations between the public and the rail 
roads. He has severed his connection with the lumber compan) 
with which he has been identified as traffic manager, — 
tory to taking up his work in the railroad organization withou 
delay. 


Our Washington Office is your Washington - 
if you are a subscriber to THE DAILY TRAFFI 
WORLD. 
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September 30, 1922 


TRANSCONTINENTAL BUREAU INQUIRY 


The Trafic World Washington Bureau 


Commissioner Hall and Examiner Kobel, September 25, 
resumed hearings in No. 13425, in re Transcontinental Freight 
Bureau, initated because Senator Pittman of Nevada had the 
Senate adopt a resolution directing the Commision to investigate 
the bureau. Prior hearings were held in Salt Lake City and 
Chicago. No one representing the Intermediate Rate Associa- 
tion, Which is said to have started the inquiry, was present at 
the Washington hearing. J. L. Coleman, attorney for the Santa 
Fe, in the course of the examination of Louis J. Spence, director 
of traffic for the Southern Pacific, said that, while Karl K. Gart- 
ner, who had discussed the bureau in the Traffic World, was not 
present at the hearing, he intended to comment in argument on 
what Mr. Gartner had said in the statement in The Traffic 

orld. 

. Mr. Spence was the first witness called at the resumed 
hearing. He was called by the Commission. R. G. Curry, 
attorney for the Commission, before calling Mr. Spence to the 
stand, directed attention to the fact that the intimation, if not 
allegation, was that the bureau under investigation was in viola- 
tion of the anti-trust’ laws. That being so, he said, the witnesses 
the Commission had called were to be voluntary witnesses and, 
therefore, not to have the benefit of immunity in the event any 
question under the anti-trust laws should arise. The announce- 
ment did not appear to disturb Mr. Spence. It did not evoke any 
comment from J. R. Bell, attorney for the Southern Pacific, or 
from J. L. Coleman, attorney for the Santa Fe. 

For more than an hour Mr. Spence told about the routine 
of rate matters coming before the bureau of which R. H. 
Countiss is the publishing agent and the administrative 
officer. He said he had become identified with the bureau in 
1911 and that in March, 1920, after the end of federal control, he 
had helped reestablish it. Under Federal control he _ said, 
many rate relationships had been broken. Therefore, in 
subscription to the proposition that those who had joined the 
bureau should observe the rules and regulations prescribed by 
it, he had made a specific reservation exempting himself from 
observing the rules and regulations intended to restore what 
had been destroyed under government operation. The bureau, 
he said, was managed, insofar as the obtaining of offices and 
the payment of expenses were concerned, by a committee of traffic 
executives from the Pacific coast terminal lines. 

Primarily, he said, the purpose of the bureau was to provide 
a method for the joint and simultaneous publication of rates. It 
was, he said, a plan for achieving economy in the publication of 
tariffs and convenience for the shippers and the Commission 
which had been encouraged by the Commission and especially 
BE. E. Clark, who, even when not chairman of the Commission, 
was in special charge of tariff matters. 

The testimony became more than a routine recital of steps 
taken by the bureau and its standing rate committee to bring about 
the publication of rates, when Mr. Curry submitted a letter 
written by Edward Chambers, a carbon copy of which was 
addressed to Mr. Spence, in which the traffic vice president of 
the Santa Fe expressed regret over the tendency of members of 
the bureau, in the publication of rates, to ignore the rules and 
regulations. Mr. Spence said he had no recollection of the letter 
because it pretained to rates on potatoes from Idaho in which 
the Southern Pacific had no direct interest. Answering a 
query by Mr. Curry, Mr. Spence expressed the opinion that Mr. 
Chambers was feeling irritated because lines were not observing 
the procedure prescribed for the publication of rates. Mr. Curry 
asked Mr. Spence if he had not also published rates without 
observing the rules and regulations. Mr. Spence said he did not 
consider that he had not observed the procedure. 

“Your position is that because you put in a reservation, when 
the bureau was re-established in March, 1920, you were not 
bound by the rules and regulations in these matters,” suggested 
Mr. Curry. 

_ “I am never bound for a minute by the rules and regula- 
lions,” said the witness. “The bureau is the agent of the South- 
etn Pacific for the publication of rates. It must publish them 
when it says so.” 

Commissioner Hall asked if the answer was intended to 
suggest that the rules and regulation were a method for doing 
business in a convenient way. Mr. Spence said that was all the 
tules and regulations amounted to—that they controlled the judg- 
ment of no line at any time, and were merely intended to provide 
a method for economical and simultaneous publication of rates 
via all routes. Hesaid shippers, as a rule, desired rates to go 
into effect on the same day, so they would not have to consult the 
lariffs to find out when the rate on such a route was due to 
Come down or go up. 
in 2 gs the decision of the Supreme court of the United States 
: e trans-Missouri case, he said, the railroads had not attempted 
= gece or Suppress competition. Railroad officers, he said, 
the read a decision and understand it and he suggested that 
th y were not so foolish as to fly in the face of the law. He said 
at in answer to a question by Mr. Curry. 

Answering a query by Mr. Bell, he said he did not believe 
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section 15a gave the Commission vower to prevent competition 
between carriers. He did not, however, discuss any of the 
cases in which the Commission had stopped what seemed like 
the beginning of rate wars resulting from carrier competition or 
desire of carriers to compete. 

At the afternoon session, Mr. Spence suggested that putting 
all the transcontinental railroads into one bureau stimulated 
rather than retarded competition because, when an individual 
carrier gave notice of intention to make a rate on its own re- 
sponsibility, every other carrier received notice in time, if it 
elected so to do, to publish rates on the same basis effective at 
the same time. R. M. Calkins, vice president in charge of traf- 
fic of the Chicago, Milwaukee & St. Paul, said that being a mem- 
ber of the bureau did not hamper him in any way or precvent 
competition. He said the Milwaukee road became a member of 
the bureau in the interest of economy and uniformity in the pub- 
lication of tariffs two years after it had finished its line to the 
Pacific coast. Prior to that time it published its own tariffs. 


Chandler Speaks for Bureau 


“The man who has an idea this bureau prevents competition 
doesn’t know what he is talking about,’ said W. H. Chandler, 
speaking as president of the National Industrial Traffic League, 
and ex-officio a member of the League’s executive committee. 
“It would be a great mistake, I believe, to go back to the indi- 
vidual tariff publication and a great hardship upon the shipper 
to do away with the bureaus and their standing rate committees. 

“I am not trying to say they operate 100 per cent efficiently, 
but the plan under which carriers and shippers are working now 
is so much better than the one used prior to federal control that 
there is no comparison. The plan under which we are now 
working is the outgrowth of a conference between carrier ex- 
ecutives and the League, held in November, 1920, at which it 
was agreed no rates should be put into operation except and 
until the affected shippers had an opportunity to be heard. Rate 
changes proposed are docketed and if the recommendation of 
the committee is not satisfactory to the shippers, there is pro- 
vision for taking an appeal to the traffic executives. 

“Personally I have had so little experience with Mr. Coun- 
tiss’s bureau that I am not competent to speak about it, but, 
generally speaking, I believe the shippers are convinced that it 
would be disastrous to do away with agency publications.” 

Mr. Chandler’s declaration that he believed the man who 
thought the existence of the. bureau limited competition did not 
know what he was talking about was made in answer to a ques- 
tion by Mr. Curry as to whether he had anything to say that 
would throw light on the inquiry of the Senate as to whether 
the bureau limited competition. Mr. Chandler said the League 
membership had not been canvassed, because there had not been 
time. The members of the executive committee, about forty in 
number, he said, had been asked to say whether the League 
should appear in the inquiry and, if so, what should be said. He 
had received answers from twenty-six members, he said, and, 
while two might be considered non-committal, not one had 
spoken in opposition. 

Commenting on criticisms made by F. T. Bentley on the 
manner in which the bureau operated, he said the League had a 
committee, the duty of which was to take up criticisms made 
by shippers, but that none had been received by the committee. 
It was quite human, he suggested, for those having reason to 
complain to wait until an opportune time came and then make 
the complaint. He said he had once had occasion to ask Mr. 
Countiss personally to look into something which seemed to have 
got into a rut before his rate committee, because, as he figured 
it out, the letter he had written on the subject had fallen into 
the hands of a clerk. Clerks in freight committees, he sug- 
gested, like clerks elsewhere, occasionally held up things. 


Mr. Bentley, in his letter, expressed opposition to paid rate 
committees because, he said, they got out of touch with changes 
in commercial conditions, which was not the fact with traffic 
officials of railroads. In that opposition Mr. Bentley differed 
with other members of the committee, Mr. Chandler said. 

Answering a question by Mr. Curry, Mr. Calkins denied that 
any one had represented to him that one of the things the bureau 
could or would do would be to keep rates intact and as high as 
possible. Uniformity of the effective date of rates, Mr. Calkins 
said, was one of the advantages that influenced the Milwaukee to 
join the bureau. He said the Milwaukee had found great diffi- 
culty, before joining the bureau, in keeping its effective dates the 
same as those of other transcontinental carriers. That lack of 
uniformity, he said, was a great inconvenience to shippers. He 
said some of the road’s patrons did not like its separate tariff 
publications. He said it was helpful for a road to be a member 
of such a bureau because, through it, a road was kept informed as 
to what was going on, especially in the matter of the production 
of tonnage, new in a particular territory. To illustrate that point 
he referred to petroleum. When it came time to establish rates 
on oil it was desirable to know what had been done in other parts 
of the country before anything was done by the Milwaukee or 
other roads concerned in the new tonnage, he said. 

“Does this bureau stifle competition between carriers in the 
making of rates?” asked Mr. Curry. 
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“T should say it does not influence it at all,” said Mr. Calkins. 
“It gathers facts necessary for us to know.” 


He said he had no criticism, either constructive or destruc- 
tive, to make of the bureau. Asked as to whether he knew any- 
thing about the applications of Messrs. Schumacher of the El 
Paso & Southwestern, and Swope, of the organization of the 
western short lines, for membership in the bureau, he said he 
thought he had seen the application of Mr. Swope but he could 
thing of no reason why Mr. Swope’s road should be a member 


because he thought of Mr. Swope’s road as a tap line serving an 
industry. 


In answer to a question by Commissioner Hall as to what 
effect, if any, the existence of the bureau had on the freedom 
of action of any railroad, he said none. He admitted that some- 
times it might lead to delay in the publication of a rate but, he 
said, he thought the advantages outweighed the disadvantages. 

In fact, I do not see how we could conduct our business with- 
out some such agency,” said he. 


Commissioner Hall wanted to know how it came that some 
roads not terminal lines came to be members, while others like 
the Chicago &’ North Western were not, but he did not obtain a 
clear explanation, either from Mr. Calkins or from F. H. Countiss, 
who was called to the stand to amplify what he had said at prior 
hearings. Messrs. Calkins, Countiss, and Coleman said the Mis- 
souri River was the dividing line and that roads not having mile 
age west of the Missouri River were not regarded as belonging to 
the bureau, although there was nothing to keep them out. Mr. 
Coleman, when Mr. Hall wanted to know why the Missouri River 
was deemed the dividing line, said he thought it was because the 
transcontinental lines, in the early days, had no mileage east of 
the Missouri. Mr. Calkins said he had never thought of why 
the Chicago & North Western, one of the heaviest carriers of 
transcontinental traffic, was not a member of the bureau, but 
allowed its terminal connections to publish the rates. He pre- 
sumed, however, it was because it had no mileage west of the 
Missouri. Mr. Countiss said that was the answer. Only those 
having mileage west of the Missouri were assumed to have a 
direct interest in transcontinental rates, but Mr. Countiss said 
others would be welcomed into the bureau and permitted to bear 
their share of the expenses. In answer to a question by Mr. 
Curry, he said their tariff publishing costs would be less if they 
were members of the bureau. 


In his review of responses from members of the executive 
committee of the National Industrial Traffic League, Mr. Chandler 
said that the most critical response was from Mr. Keyser, of 
Duluth, who said the bureau made nothing but stereotyped 
answers and reports for the benefit of shippers. Mr. Rhodehouse, 
of Youngstown, said he wished Countiss’ bureau would speed up 
a bit. He said it needed larger quarters so as to do its work more 
efficiently. 


Agency tariffs, according to R. L. French, a member of the 
executive committee, were a Godsend to shippers. Only a big 
shipper, he said, in his letter to Mr. Chandler, wou:d be able to 
keep up with individual publications. 


H. A. Davis, of the Boston Wool Trade Association, Mr. 
Chandler said, had only one objection to the Countiss bureau. 
That was that the scope of its publications was not as wide as it 
should be. He said all the wool rates should be carried in its 
tariffs. Because they are not all to be found in the Countiss 
tariffs, the wool rate structure, he said, was a hodge podge. 


Gartner on the Stand 


In answer to a summons from the Commission, Karl Knox 
Gartner took the witness stand September 26 to explain his 
statement about the transcontinental rates and the bureau pub- 
lishing them as contained in the Daily Traffic World of February 
1, 1922. Mr. Gartner said the statement was a presentation of 
the views he had formed by reason of what had come out in 
testimony in the application of the transcontinental railroads for 
fourth section relief, in which he had appeared as attorney for 
the Intermediate Rate Association. 


“If there were no association nor any understanding, it is 
doubtful if the eastern lines could be forced into joint rates from 
which they would obtain divisions less than one fourth of what 
they would receive were the traffic moved to the Atlantic ports 
and thence through the Panama Canal,” said he. “It is impos- 
sible for any man with a clear mind to conceive eastern lines 
taking a division of about 9 cents on iron and steel from Pitts: 
burgh to Pacific coast destinations, when, if they hauled the 
traffic to the Atlantic ports, they would receive their whole rate of 
35 cents per 100 pounds. Of course, I am subject to check on the 
rates I am quoting from memory. I had no time to prepare my- 
self to be a witness in this case, having received the summons 
of the Commission only half an hour before appearing here. The 
facts, however, were brought out in the cross examination on the 
fourth section application. 

“There is nothing illegal about what has been done, but 
there is a restraint of trade by reason of the concert of action 
by the transcontinental lines in the making of rates. 

“The thing to do is to lay before the Senate the facts so as 
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to enable it to decide the question whether this conferring ang 
agreeing upon the rates should not be illegal.” 

Commissioner Hall wanted to know if Mr. Gartner cop. 
sidered that the Commission had power over divisions. He sajq 
he thought it had power over the divisions accruing to carriers 
which, in 1920, had asked for a 40 per cent increase in rates 
while yielding so much of the revenue to lines which the Com. 
mission had found needed only a 25 per cent increase on part of 
their business, 35 per cent on some of it and only one third on the 
inter-territorial business. The witness contended that by op. 
cert of action the transcontinental lines were able to route traffic 
in the sense of forcing the eastern lines to enter into through 
route and joint rate arrangements. His thought was that the 
transcontinental lines were able to agree so well among then. 
selves and negotiate with one or more eastern lines, that all the 
eastern roads finally had to agree on joint rates out of which 
they would receive only such small divisions. 

On cross examination by Mr. Coleman, Mr. Gartner admitted 
that, if the railroads were forbidden to confer about rates pefore 
publishing them, there could be no such joint agency tariff as 
Countiss issues and which shippers had testified were of great 
convenience to them. Mr. Gartner said he, wanted competition 
between carriers to go until the Commission felt it necessary to 
exercise its power to prescribe minimum rates. 

Approval of concerted action looking to the making of 
changes in rates was given by C. E. Cotterill, speaking for tihe 
Southern Industrial Traffic League, and J. C. Lincoln, manager 
of the traffic bureau of the Merchants’ Association of New York 
at the afternoon session of September 26. They were summoned 
as witnesses, technically for the Commission, and not by or for 
the railroads. Mr. Lincoln’s approval was conditioned, however, 
on the retention of the public dockets now maintained by the 
bureau, so that, before rates are published, the shippers may be 
heard. Elimination of the public docket, he said, would make 
the publication of rates by concert of action intolerable. R. ¢. 
Toll, one of the members of the standing rate committee of the 
Transcontinental Freight Bureau, was also a witness. 

Mr. Cotterill’s idea was that the activities of the tariff bu- 
reaus should be extended instead of restricted, even to the ex 
tent of dealing with divisions, in a broad way. He said his ex- 
perience showed him that divisions often were the stumbling 
blocks in the making of rates. He had no criticism to make of 
the Countiss bureau, except such as pertained to small details, 
such aS a more prompt answering of letters. He said he con- 
sidered the testimony of Mr. Chandler fairly refective of thought 
in the south. 

“On the question of public policy what is your thought about 
conference rates?” asked Mr. Curry. 

“That’s neither a legal nor an economic question,” said the 
witness. “The bureaus constitute a practical way of doing busi- 
ness. I have never had the thought that the bureaus controlled 
the judgment of the railroads as to what the rates should be. 
On the contrary, they are mere instrumentalities of agencies 
for recording the judgment of the railroads. I have often wished 
there was a feasible way for restoring the railroads to a posi- 
tion where there could be a larger degree of individual action. 
Individual action, however, seems out of the question, because 
about 85 per cent of the work is routine. In the south the 
chief traffic executives take up general rate adjustments, reliev- 
ing the bureau of that responsible work. 

“Docketing of rate proposals for public hearings is beneficial 
both to the railroads and the shippers. Sometimes the bureaus 
do not distribute proposals early enough and sometimes they do 
not mail their proposals to all those vitally interested. Such 
failures, however, are mere imperfections and not vital. Our 
people do not favor the abolition of freight bureaus but closer 
co-operation between them so that disturbances in rates such as 
frequently take place will be lessened.” 

Answering a question by Mr. Coleman as to what he thought 
of Gartner’s proposition that rate-emaking by concerted action 
should be forbidden, the witness said that that would be bad 
for the shippers. 

“Is the operation of the Transcontinental Freight Bureau 
in the public interest?” Mr. Curry asked Mr. Lincoln. 

“It is,’ was Mr. Lincoln’s response. “It is a useful and 
necessary agency for the railroads. There is no one railroad, 
nor two, which can serve all the points of production or con- 
sumption of particular commodities. If the railroads acted 10 
dependently of one another, a big shipper could bring pressure 
to- bear on a particular carrier to make a preferential rate and 
have it put into effect before others interested in rates on the 
particular commodity involved could make themselves heard. 
Rate-making by conference without opportunity by shippers to 
be heard would be intolerable and should not be permitted.” 

Mr. Gartner, in a second appearance on the stand, read 
parts of the testimony of Edward Chambers in the transconti- 
nental fourth section application case, the cause of the flare-UP 
about the Countiss bureau which he deemed significant as show 
ing the suppression of competition. In answer to a question by 
Mr. Coleman, Mr. Gartner admitted that if the transcontinental 
lines could use traffic as a club for the eastern lines, the latter 
could also use tonnage as a club on the transcontinental lines. 
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Testimony to the effect that the bureau was of convenience 
and benefit to the shippers was given by Carl Giessow, of New 
Orleans, who was summoned by the Commission, which tried to 
have before it witnesses speaking for shippers from all parts of 
the country. He was put on the stand after Messrs. Countiss 
and Toll had been recalled to give testimony about points in the 
testimony of Mr. Gartner in which he mentioned things done 
py the bureau in supposed support of his theory that the effect 
of the bureau way of making rates was to stifle competition. 

“The bureau’s work, I infer from what you say, is beneficial 
to the important interests at New Orleans you represent?” in- 
quired Commissioner Hall. 

“Absolutely,” answered Giessow. Answering further ques- 
tions by the Commissioner, the witness said that he thought he 
spoke the views held by shippers’ organizations at Mobile and 
Gulfport. He had that thought, he said, because, on cther oc- 
casions he had been asked to speak for them. 

In answer to Mr. Coleman, Mr. Giessow said that independent 
action by each carrier would result in the disruption of rate re- 
lationships lasting during the time the rates made by the first 
mover differed from those of its competitors. He said that, in 
the case of rates which constituted a large part of the price of a 
given article in a particular market, the disruption would be a 
serious matter. His thought was that agency publication of 
rates had been of marked benefit in the south, and that for a 
number of years the tendency had been toward agency publi. 
cations instead of individual publications. 

Mr. Toll said he believed he was not influenced, in the making 
of recommendations about rates, by the fact that, at one time 
he had worked for this or that railroad. That was said in con- 
troverting the impression of Mr. Gartner that, unconsciously, a 
member of the standing rate committee of the Transcontinental 
Freight Bureau would be influenced by the fact that he had 
worked for a particular railroad. 

The Commission’s investigation came to an end September 
97. J. L. Coleman, attorney for the bureau and the carrier mem- 
bers of it, when the taking of testimony was finished, said he 
did not care to argue the matter. He told Commissioner Hall 
that, in his opinion, nothing he could do would more vividly 
bring the facts to their minds than the testimony given by the 
witnesses. Mr. Curry, attorney for the Commission, likewise 
said he could see no reason for writing a brief on the subject or 
making an argument on the facts. 

Donald D. Conn, assistant federal fuel distributor, was the last 
witness. He gave unqualified approval to the bureau and char- 
acterized the Pittman resolution as an absurdity. 

“TI cannot understand the man who proposed that it should 
be abolished,” said he. “He either did not know what he was 
talking about or he wished to enlarge his traffic bureau. The 
resolution came to the attention of the Joint Commission of 
Agricultural Inquiry and was referred to me. I appointed a 
committee to inquire and it reported that the suggestion about 
stifling of competition. was absurd, so we dropped: the matter. 

“If I had anything to do with the matter, I would enlarge 
the work of the bureau instead of abolishing it. I know I would 
have trouble in my business were the work of the bureau even 
curtailed. I do not know what shippers would do without it. 
It seems to me it could take over more work, especially of in- 
spection and weighing. It might even be used in the settlement 
of loss and damage claims. I think shippers would get quicker 
action on some of their claims if there were a central agency 
to deal with them. Shippers sometimes think they are dis- 
criminated against because one road is more liberal in the 
settlement of claims than another. A central agency would have 
the same rules to apply to all claims. As to the stifling of com- 
petition, I think the fact is the other way around. I know it 
does not prevent independent action by a carrier that desires to 
publish a rate because, only a few days ago the Union Pacific 

reduced rates on lumber from the Pacific coast to Omaha. The 
northern transcontinental lines did not cut the rates to Minne- 
apolis. The only suggestion I have to make is that the railroads 
be left alone so they can settle things and help restore normal 


conditions, instead of having us all running around to answer 
senate resolutions.” 


FOREIGN DISCRIMINATION 


The Trafic World Washington Bureau 


The American Steamship Owners’ Association has submitted 
Complaints to the Shipping Board of alleged discrimination 
‘gainst American ships because of demand of foreign buyers of 
American goods that the goods must be shipped in foreign ves- 
sels. Officials of the board have admitted that this practice on 
the part of foreign buyers was one of the serious obstacles to 
the establishment of an American merchant marine and that 
‘ven a subsidy would not meet the situation so long as Amer- 
ican exporters continued to sell subject to the terms of the for- 
ign buyers. In a statement relative to the situation, Winthrop 


thy pete vice-president and general manager of the associa- 
M, said: 


Demand on the part of certain foreign purchasers of American 
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merchandise that these goods be delivered in foreign ships has been 
one grave obstacle to the growth of American shipping. This policy 
of discrimination against the American flag existed prior to the world 
war and long before either the Jones merchant marine act of 1920 or 
the shipping subsidy bill of 1922 was framed and introduced into 
Congress. 

Taserneation has come to the American Steamship Owners’ Asso- 
ciation from owners and operators of American ships that this Euro- 
pean policy of discrimination against the American flag is still con- 
tinuing. But it is also true that progress has been made in discourag- 
ing this practice on the part of foreign interests, and that gradually 
more business has been gained for American steamers by a firm and 
courteous insistence that American ships have a right to a proper 
share of the carrying trade of the North Atlantic. f 

However, foreign ships—thanks largely to this long standing policy 
of discrimination—are still carrying two-thirds of the seaborne trade 
of the United States. A lumber exporter of the southwest, for ex- 
ample, when asked why none of his product was being shipped in 
American vessels, replied that he was compelled by “external influ- 
ences”? to favor British companies in shipments to the United King- 
dom. Discrimination against American vessels has been especially 
marked in the flour export trade. These instances have been reported 
to Washington, but American flour exporters are concernedly moving 
to insist that foreign purchasers must in fairness allow a part of the 
product of American farms to be sent abroad in American services. 

What makes this discrimination against the American merchant 
fiag all the more vexatious and harmful to American producers as 
well as to the shipowners and operators of this country, is that in 
some instances the foreign ships insist on freight rates higher than 
the standard rates charged by American steamers. An American 
shipping company of New York lately offered tonnage to the continent 
for grain at the standard figure, but found that the continental inter- 
ests controlling shipments demanded that the grain be sent in Euro- 
pean steamers at an advance of 5c per hundred pounds over the figure 
at which the American ships were offering. A continental purchaser 
sending a cable inquiry for grain stipulated that ‘American steam- 
ers are excluded.” Against an American offer of 17c per 100 pounds 
on heavy grain to North Europe, the foreign purchasers insisted that 
the grain be sent on a foreign ship at 20c a hundred. 

These experiences prove that it is not only higher wages on 
shipboard that hamper the development of the American merchant 
marine. Many foreign interests are distinctly hostile to the use of 
American ships at any time. And it is rather an ironical fact that 
such interests as these are violently protesting against the national 


aid te American ships provided in the pending subsidy bill before 
Congress. 


SHIP SUBSIDY LEGISLATION 


The Trafic World Washington Bureau 


Although the impression prevailed in Washington that Con- 
gress adjourned last week with the Republican leaders under- 
standing that President Harding would call a special session 
about November 15 for consideration of the administration ship 
subsidy bill, a high spokesman for the President declined to 
comment on the question of calling a special session after Con- 
gress had adjourned. It was said that there was nothing to 
be said on that subject at this time. 

Nevertheless, it was stated officially at the White House 
that reports had been made to the President that sentiment in 
sections of the country heretofore reputed to be hostile to a 
subsidy was rapidly changing in favor of national aid for the 
merchant marine. 

When the purpose of the proposed legislation was explained 
to those who have been supposed to be against the bill, it was 
said, discovery of most cordial acceptance of the principle 
underlying the legislation was made. A realization is creep- 
ing over the land that the United States must have its own mer- 
chant marine if it is to protect its commercial interests through- 
out the world, it was said. 

It was indicated that the President probably would have 
approved if Congress had recessed to a fixed date in November 
after the elections instead of taking an adjournment, thus 
ending the session. If that course had been followed, members 
of Congress would have been deprived of mileage compensation 
which they will get because a final adjournment was taken. 

Many Republican members who are candidates for re-elec- 
tion in November would prefer that little or nothing be said 
about the ship subsidy bill. In spite of reports of growing 
support for the measure the candidates do not wish to defend 
the bill before their constituents. What effect the results of 
the election will have on the subsidy bill is problematical. De- 
feat of a considerable number of Republican candidates, no 
doubt, would be construed by the Democrats as a repudiation of 
the ship subsidy bill because the Democrats have made the 
proposed legislation more or less of an issue in the cam- 
paign. 

One may hear all sorts of reports as to the attitude of 
Congress toward the subsidy bill. Some of them are to the 
effect that the bill will go through the House if a special session 
is called and some of them are to the opposite effect. 

Modification of the measure may be attempted to remove 
some of the criticism to it. The Administration has no desire 
to ram a particular bill through Congress but it does: want 
some form of aid for the merchant marine, a high spokesman for 
the President said. 

Congress has shied away from the subsidy bill since its in- 
ception. The original plan was to have the bill through the 
House last June but a severe setback to that plan developed 
with the sustained charges of the Busch family that intoxicating 
liquor was being sold on Shipping Board vessels. The members 
of Congress did not worry about that, however, inasmuch as 
they would not have taken up the measure unless absolutely 
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pushed into it. Then the plan was to have the bill taken up 
by the House after the members returned in the middle of 
August after a recess which was to be devoted by them to 
getting sentiment on the bill. But when they returned the 
country was giving attention to the industrial situation and the 
ship subsidy bill was again sidetracked. After that the leaders 
succeeded in having the bill pigeon-holed at least until after 
the November elections. The bill has not had a happy time 
of it and it would not be surprising if it encountered additional 
obstacles after the November elections. 

The National Merchant Marine Association has issued the 
following statement in support of the ship subsidy program, 
based on an interview with President Smull of the Emergency 
Fleet Corporation: 


“British shipowners are fully awake to the fact that America is de- 
termined to have an adequate merchant marine,’’ says J. Barstow 
Smull, president of the Emergency Fleet Corporation, who has just 
returned from Europe, in a statement to the National Merchant Ma- 
line Association. ‘‘Knowing this, they are prepared to give us a stiff 
fight for that part of the ocean carrying trade we seek—a fair share 
of our own business.”’ 

Mr. Smull said that if the British had any illusions about Ameri- 
ca’s determination to stay in the overseas business and to expand our 
share of it, they were enlightened by a speech he made at a luncheon 
attended by the leaders in British shipping, given at the Carlton Hotel, 
London, just before he sailed for home. 

“IT told them frankly what we had been doing and what we 
planned to do,”’ said Mr. Smuli, ‘‘And I emphasized the fact that we 
had rounded out a real business organization here in Washington to 
take the place of a purely governmental department. I added; ‘The 
policy of the Shipping Board does not include continuing government 
operations indefinitely; in fact, as soon as Congress gives us aid, we 
feel that our boats will sell easily and quickly, except of course, some 
of those hulls constructed in war time. I believe you know the class 
of ship, the same sort of ship you yourselves have laid up along your 
coast, for we were not the only ones who built speedily, not wisely. 
The war has left its mark upon us both in the shape of ships that will 
never steam again. What their number is, only time will tell you 
and tell us.’ ”’ 

In this connection, Mr. Smull said that England had more than 
2,000,000 tons of shipping tied up, some of it useless, war-built craft, 
and including ships that had never turned a propeller and never would 
be placed in commission. Some of those ships, he said, were so 
poorly constructed they would not be seaworthy, while others were 
so built they could not be operated at a profit. England, experienced 
in shipbuilding as she was, made many of the mistakes we made in 
the war rush to get ‘‘More Ships.’”’ 

“IT told them at the luncheon,’’ Mr. Smull continued, ‘‘that it was 
foolish for any one to think that the American government or the 
American people sought government aid to ‘take in all the commerce 
of the world.’ What we do want, I explained, was some slight gov- 
ernment help say for ten years, to enable us to establish our mer- 
chant marine by teaching our older coastwise owners and our newer 
operators, the deep sea trade. The American people have decided 
they will have American steamers on the seas. And if Congress will 
not give us their help, and the private owners will not increase their 
holdings, and new owners will not buy further, we will find the next 
move will have to be government ownership and operation. 

“This would mean to me and to my fellow countrymen, I told the 
British, a most unhappy state of affairs and it is my opinion that the 
congressional opponents of the subsidy bill would change their vote 
rather than accept as the only alternative, government ownership and 
operation.”’ 

Mr. Smull said the Americans, as yet, were not as ‘‘shipminded’”’ 
as the British and that our bankers had not specialized in ship finance. 
Government aid, he added, was necessary until the general public did 
learn more about ships and shipping. He was certain that perma- 
nent government operation was wholly impracticable because of the 
nature of the shipping business, though admitting that great strides 
had been made in the last year toward putting the government owned 
fleet on something near a business basis—as near as possible under 
conditions. In stopping losses, Mr. Smull said, 400 tramp steamers 
losing money on every voyage had been withdrawn and the liner 
business had been improved by cutting out the poor operator and 
combining his route with that of the efficient operator. 

“Without the help of our bankers and the buying power of the 
man in the street,’’ Mr. Smull went on, ‘‘we will never have a mer- 
chant marine of any size. Banking help will be forthcoming when the 
shipping bill is passed and the aid of the man in the street already 
is showing itself in increased business, both freight and passenger, 
for our own ships. With the shipping bill in full effect, there would 
be time enough for American shipowners to build up all the banking 
and public good will necessary.” 


Senator Fletcher, of Florida, submitted to the Senate com- 
munications from agricultural organizations opposed to the ship 
subsidy bill. 

C. W. Hunt, president of the Iowa Farm Bureau Federation, 
said a referendum vote in Iowa revealed a ratio of 37 farmers 
to 1 against the ship subsidy bill. 

“That vote would indicate that the farmers were very 
largely against the ship subsidy,” said Mr. Hunt. 

T. C. Atkeson, Washington representative of the National 
Grange, Patrons of Husbandry, sent the senator two communica- 
tions from Michigan Granges opposed to the bill. 


PARCELS POST TO AND FROM CHINA 


Commercial Attaché Julean Arnold at Peking has sent to the 
Department of Commerce the following informaticn relative to 
parcels post shipments to and from China: 


On parcels to the United States from places in China that have 
railway or steamboat connections the postage is 24 cents per pound 
or fraction thereof; but parcels posted at offices without such con- 
nections must pay postage thence to Shanghai, in addition to the post- 
age to America. The limit of weight is 22 pounds. 

Packing and wrapping must be given special care, and liquids or 
meltable matter must be placed in double receptacles with absorbent 
material between, but parcels may not be so closed or sealed as to pre- 
vent examination of contents by customs authorities. 

The following articles may not be inclosed in parcels or from the 
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United States: Letters, articles, or publications which violate the in- 
ternal laws of the country concerned, poisons and explosive or inflam. 
mable substances, live or dead animals (except dead insects and rep- 
tiles thoroughly dried), fruits or vegetables which easily decompose 
substances which exhale a vile odor, lottery tickets, lottery advertise: 
ments or circulars, obscene or immoral articles, and articles which 
may damage the mails or injure the persons handling them. 

Packages containing dutiable merchandise sent to the United 
States as samples are liable to confiscation by the customs authorities 

Parcels to America may be insured to ports of departure in China 
only, except when sent at much higher rates through Europe and re. 
quiring a much longer period en route. No indemnities can be claimeg 
for uninsured parcels. Insurance for parcels containing gold or silver. 
ware, jewelry or precious stones is compulsory in China to the port of 
departure. The fee is one-half cent per dollar, and the limit of ingyy. 
ance is $500. 

Registration of parcels to America is very desirable; the fee is 19 
cents, with an additional 10 cents if acknowledgment of receipt is de. 
sired. Parcels from America should be registered, otherwise the send- 
ing office will be unable to trace them if lost. Inquiries about loss or 
delay in arrival must be made at the sending office and registration 
receipt submitted. Parcels are usually somewhat slower than other 
mails in arriving, particularly during the holidays. 

Parcels from America are not usually delivered by the Chinese 
post offices, but a notice of arrival is sent to the addressee, who must 
pay any duty involved before the parcel is released. If the parcel js 
not taken out within 10 days after notification, a demurrage fee of 5 
cents per day is charged. 


LASKER DEFENDS ACTIVITIES 


The Trafic World Washington Bureay 


“T want to state unequivocally that the board has never 
spent one cent of money ‘for newspaper articles, in advertising, 
traveling expenses, hearings, lectures, addresses, or other means 
of propaganda to promote the passage of said ship subsidy bill,” 
said A. D. Lasker, chairman of the Shipping Board, in a letter 
to Senator Jones, chairman of the Senate commerce committee, 
replying to criticism of the board by Senator King, of Utah. 
The letter was submitted to the Senate by Senator Jones just be- 
fore Congress adjourned. 

Some time ago Senator King criticized the present chairman 
of the Shipping Board and other members thereof for their ef- 
forts in trying to make the country see the light on the proposed 
ship subsidy legislation and more recently he introduced a reso- 
lution calling on the board for a report as to its ship subsidy 
activities. It was this resolution and remarks made with ref- 
erence thereto by the Utah senator that brought forth Mr. Las- 
ker’s letter. 

Chairman Lasker said he had made only two speeches on 
the subsidy bill and that both were made in Washington with- 
out expense to the government. He said his only regret was that 
his duties in Washington prevented his touring the country in 
behalf of aid to American shipping, “believing and knowing that 
all the public needs is honest enlightenment on the subject for it 
to be overwhelmingly in its demand for passage of the bill.” 

“T only regret, so far as I am concerned, that Senator King 
is completely in error,” said Mr. Lasker. “I know of no mem- 
bers of the board who have traveled for the purpose of making 
propaganda for the pending measure. On a few occasions— 
maybe a dozen—one or two members of the board have spoken 
in communities which asked us to address them on the subject 
of the American merchant marine. Of course, we responded to 
such invitations, for the Shipping Board itself is operating four 
hundred American flag ships competing with ships of foreign 
flags whose owners naturally are doing their utmost to prove the 
superiority of their services over American flag ships. As good 
business, it is a fine opportunity when chambers of commerce 
and like bodies ask board members to address them on American 
shipping, for by that opportunity to speak to the business men 
we get a chance to project the advantages of shipping on Amer- 
ican bottoms, and every ton of cargo we can add to Americal 
bottoms builds up the American merchant marine and diminishes 
the losses of the Shipping Board. 

“Of course, when discussing the subject it would be an elo 
quent omission if the speaker failed to make any reference to 
the pending legislation, for it would appear that such speaker, 
being a member of the board, was not in harmony with the pend- 
ing bill, which the Administration believes will insure a perma- 
nent American merchant marine and lead the government out 
of its shipping losses; whereas the Shipping Board (four Re 
publicans and three Democrats) are unanimous in the general 
principles connected with the legislation. 

“Therefore, you see, someone with pernicious intent has 
purposely misguided Senator King and handed him information 
maliciously false without the remotest basis in fact. I am sure 
no senator will be happier than Senator King to have the record 
cleared of this misinformation; and I rely on the senator’s sense 
of justice, of which I am very certain, to expose the sinister 
forces that came to him with these untruths.” 


Mr. Lasker quoted the following from Senator King’s Te 
mark: 


Mr. Lasker, as we all know, is engaged in the advertising bus!- 
ness, and it would seem as though he has employed many avenues 
exploit his views concerning the ship subsidy bill and to_carry ‘- 
hawon-wide campaign in behalf of the bill which, it is understood, € 
helped to frame, and then ‘‘wished’”’ on the present administration. 


“I wish to emphatically deny,” said Mr. Lasker, “that I have 
employed any avenue to exploit the shipping bill save to write 





Sept 


artic 
ques 
ful | 
wan 
that 
to e 


hold 
in } 
mor 
sucl 
was 
cow 
“int 
on 

hov 
to 

nat 


has 
tha 
to 


$40 
shi 


no. 


a Aes! fore D 


the in. 
inflam. 
nd rep. 
MPOse, 
Vertise- 
- Which 
Uniteq 
LOrities, 
1 Ching 
and re. 
Claimed 
Silver. 
Port of 
 insur- 


-e is 10 
t is de. 
€ send- 
loss or 
stration 
n Other 


Chinese 
0 must 
arcel is 
ee of 5 


Bureau 


never 
‘tising, 
means 
bill,’ ” 
letter 
mittee, 
Utah, 
ust be- 


virman 
eir ef- 
oposed 
a Teso- 
ubsidy 
th ref: 
r. Las- 


nes on 
| with- 
is that 
try in 
ig that 
t for it 
A 
r King 
mem- 
naking 
sions— 
spoken 
subject 
ded to 
g four 
oreign 
ve the 
s good 
\merce 
erican 
sS men 
Amer: 
erican 
nishes 


in elo- 
nee to 
yeaker, 
. pend- 
perma- 
nt out 
ir Re- 
eneral 


it has 
nation 
n sure 
record 

sense 
inister 


"Ss Te 


x busi- 
jues to 
y on a 
90d, he 
jon. 


[ have 
write 


September 30, 1922 


articles on the subject for many important newspapers who re- 
quested that courtesy from me; and I would have been unmind- 
ful of my duty as a public official had I refused so to do. I 
want to take this occasion to express my keen disappointment 
that those interested in American shipping have done but little 
to enlighten the public on the pending legislation.” 

Chairman Lasker also denied that members of the board in 
holding hearings on board matters had been “quite interested 
in advocating the ship subsidy plan and have obtained testi- 
mony in support of that view,” Senator King having said that 
such activities had been reported to him. Mr. Lasker said it 
was perfectly obvious to him and understandable that in the 
course of hearings, the subject of the pending legislation might 
“incidentally arise” in connection with what effect it would have 
on the matters being investigated if enacted into law. He said, 
however, that after such hearings, the members, being invited 
to discuss the bill at informal luncheons or dinners, would 
naturally discuss the measure. 


In his resolution, Senator King said: 


Whereas it is alleged that the chairman of the Shipping Board 
has announced in the newspapers that the board intends, in the event 
that the impending ship subsidy bill be enacted into law, to advance 
to private parties $25,000,000 to finance the construction of a ship of 
70,000 tons burden and that the board desired to expend at least 
$400,000,000 of public moneys to finance the construction of additional 
ships by private parties. 


Replying to that phase of the situation, Mr. Lasker said: 


Let me say that I never made any statement that the Shipping 
Board intended to advance private parties $25,000,000 for the con- 
struction of a ship, nor did I every make any statement that anyone 
could, in good faith, construe to mean any such thing. Only a com- 
plete perversion of what I did say could possibly remotely give ground 
for any such report as has evidently reached the senator from Utah. 

In reply to inquiries from newspaper men as to whether the Ship- 
ping Board had any requests for loans for construction purposes, I 
stated that we had no formal requests but that in an informal way a 
new company that was being projected on paper (but for whose ulti- 
mate formation I could in no wise stand guarantor) had asked 
whether they could borrow as much as $25,000,000 providing they put 
$45,000,000 of their own money into building new ships, of which two 
would be 70,000-ton ships; in other words, if, out of the construction 
loan fund which the Shipping Board is authorized by law to create, 
the Shipping Board was prepared to lend $25,000,000 for which we 
would get as security $70,000,000 worth of ships, two of which would 
be the mightiest ships in the world, and which two ships would do 
much to balance America’s sadly unbalanced merchant marine. 

Of course, I could make no reply to the tentative question. I 
explained to the persons making the informal inquiry that they would 
have to formally organize their company, pay in their money, submit 
the definite plans of the ships, and at such time the matter would be 
taken up with the entire Shipping Board for consideration. 

I am happy to state to you, though, that I was much impressed 
by the stability of the people who made the tentative inquiry, and 
feel that they are serious in their desires to build ships that will be 
crown jewels in our merchant marine. Whether or no they will pro- 
ceed as they stated, will depend on the fate of the pending bill to ail 
merchant shipping, but in the interim they are having plans drawn 
for their ships. 

The most encouraging moment in the history of America’s mer- 
chant marine will be that moment when private parties actually sub- 
scribe $45,000,000 of their own money to put into $70,000,000 worth of 
ships and the government will receive full security for its advance. 
The ships we own were built with immense waste and at immense 
loss to the government. Ships built under the loan fund will prove 
to be a great national asset and will never cost the government one 
cent out of its treasury. 

hus you will see that whoever informed Senator King that the 
board ‘‘intends, in the event that the impending ship subsidy bill be 
enacted into law, to advance to private parties $25,000,000 to finance 
= — of a ship of 70,000 tons burden,’’ utterly misstated 
e facts. 

As to the second part of the preamble, ‘‘that the board desired 
to expend at least $400,000,000 of public moneys to finance the con- 
struction of additional ships by private parties,’’ the first we ever 
heard of this is in the resolution, and whoever brought that informa- 
tion to Senator King was laboring under a summer hallucination. I 
only wish that there were such a demand for money for ships under 
the American flag; I would feel much more secure for the prosperity 
and safety of our common country; but I have not much hope, during 
my life time, to see any such fortunate condition exist. 

I know nothing of any sums in contemplation for the financing 
of construction of additional ships. The incident narrated above does 
not cover contemplated advances by the board, for, as I explained, it 
was merely a tentative proposal. The board can only contemplate 
What it will do when the proposal becomes a definite one. However, 
the present law provides that the Shipping Board may put aside 
$25,000,000 a year out of its liquidation as a loan fund for construction 
for each year over a period of five years. The new proposed law con- 
templates that the Shipping Board may, as quickly as possible, put 
$125,000,000 into the construction loan fund out of liquidation. 

I am sorry to state that no application from anyone has been 
made for any loan out of our construction loan fund, though at the 
present moment we have $25,000,000 in that fund which was recovered 
for that purpose from last year’s liquidation. It is most discouraging 
that we have no such application, for it is utterly essential to the 
preservation of the art of ship building in our country that American 
Shipyards be stimulated, particularly at this time when happily our 
- hg building is being restricted. It is for this reason, among others, 

pat I so ardently hope the pending bill for aid to American mer- 
— shipping will pass quickly at the coming session, because it is 
: hope and belief of the board that if that bill does pass, we will 
* applications for loans from the construction loan fund and that 
oe will as a result be constructed ships of types which we, with 
are wt Ships, are now so sadly lacking, that will add to American 
Wircament in time of peace and to America’s security in time of war. 
et the passage of that bill I have no hope that any great sum, 


: unately for America, will ever be asked for out of the con- 
struction loan fund. I trust I am wrong. 


PARCELS POST TO SHANGHAI 


Fulfillment of one of the pledges made by the United States 
he Washington Conference on Limitation of Armament will 


. 
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be completed December 31, according to an announcement of the 
Post Office Department definitely abandoning the United States 
Postal Agency at Shanghai at the end of the year. 

No mail marked for distribution through this agency will 
be received after November 30. From then on all mail to China 
must be sent subject to the international postage requirements 
affecting United States and China. 

Postmasters are particularly cautioned to observe the cir- 
cumstance that after November 30, parcel post packages to 
Shanghai cannot be insured or sent C. O. D., since there is no 
provision yet for the transmission of insured or C. O. D. inter- 
national parcel post packages. Parcel post packages for Shang- 
hai, as well as other parts of China, may be registered. 


PLUMMER ADVOCATES SUBSIDY 


“I am here for the purpose of urging you great producers of 
the West to send your vast cargoes abroad in American ships,” 
said Commissioner E. C. Plummer of the Shipping Board, in an 
address at Council Bluffs, Ia., September 28. At the same time the 
commissioner put in several licks for the ship subsidy bill, de- 
claring that every man informed on shipping affairs recognized 
that government aid alone could enable American ships to “regain 
their proper position on the seas.” 

Foreigners have no doubt that the ship subsidy bill will give 
America her proper position on the sea and have determined to 
defeat the bill, Mr. Plummer said. In support of this statement 


he quoted the following from “Fairplay,” the British shipping 
magazine: 


We have these definite conditions to face, and if that problem 
should not prove capable of solution by friendly co-operation with the 
object of increasing the trade of the world, it is for the authorities to 
consider how the situation is to be met. And in this case time is the 
essence of the contract, for the shipping subsidy bill is due for debate 
in the Senate in December, and if the November elections should 
convince President Harding that the people are behind him, it can 
hardly be supposed that he will-be less urgent in trying to get the 
measure through than he has shown himself heretofore. 

If in the case of a nation so powerfully situated as the United 
States there are signs that the econcmic idols we worship have no 
power across the Atlantic, then we should not be doing our duty if we 


failed to overhaul our magazine and provide our gods with a sufficiency 
of thunderbolts. 


Discussing the statement, Mr. Plummer said: 


What does this mean? Obviously they propose to fight this bill 
in the present campaign to show President Harding that the peopie 
of the United States are not behind him for American shipping legis- 
lation, they and their unconscious, as well as conscious, servants are to 
do all in their power to secure an adverse decision on election day. 
But, going farther than this, are the British ‘‘authorities’’ expectcd to 
interfere with legislation pending in the United States Congress? Why 
= they merely call attention to debate in the Senate and ignore the 

ouse? 

That little slip exposes their whole plan. Debate in the House 
is limited; therefore, they know it is useless for them to kill time there. 
But they know that debate in the Senate is unlimited and that the 
short session is coming on. Therefore, it is obvious that they have 
only to ‘‘overhaul their magazine and provide their gods with a suf- 
tran of thunderbolts’” to defeat this shipping bill by delay in the 

fenate. 

But, have they gods in the Senate who will serve them by using 
this “sufficiencsy of thunderbolts” to defeat that shipping bill? I do 
not believe they have; but time and the character of debate there will 
show. Anyway, their campaign does demonstrate that they at least 
have no doubt that this shipping bill will give the United States a 
great merchant marine—and that fact ought to count with Americans 
who think. 

Yet as preparatory to this Senate campaign you will find every 
foreignly influenced writer and publication busily engaged in compiling 
and presenting misleading literature to be loaded upon constituents for 
transmission to Senators. Those articles already are appearing, some 
of them no doubt innocently written, however inspired. 


In conclusion Mr. Plummer said: 


_ Get this! If American-produced goods are carried by American 
railroads to an American port on the Pacific and transported thence 
by American ships to Australia, those goods are taxed at the Aus- 
tralian Custom House on home value plus the whole cost of that 
transportation across the United States territory; but if those same 
goods are carried by Canadian railroads to a British port and thence 
to Australia, no tax is levied on the amount paid for transportation 
over Canadian roads. 

The result is that the bulk of such cargoes is necessarily shipped 
over Canadian railroads to British ports to avoid that extra tax which 
the foreigner thus imposes on United States transportation; and the 
fact that 68 per cent of all the commerce passing through the Port of 
Vancouver last year was furnished by goods coming from or going tu 
the United States, American commerce, shows how effective this dis- 
criminatory law is. Men can’t afford to be taxed $25 or $30 a carload 
for the privilege of patronizing American transportation. 

Now, it’s obvious where you producers of the Great West are 
affected by this diversion of freight from American railroads—to say 
nothing of ships. p 

In order for you to get the cheapest possible rate on the goods 
you ship to the Atlantic seaboard it is necessary for the railroads to 
secure return freight so that the cars may not be coming back to you 
empty, and thus compel you to pay expenses both going and coming. 
But by this discrimination the bulk of the freight that should be car- 
ried westward to your benefit is diverted to the railroads serving 
your Canadian competitor, and thus the business that should be help- 
ing you is being used to help your competitor to improve his rail 
facilities and to handicap your rail facilities. The fact that this dis- 
criminatory practice has been depriving a single line of American 
steamers running from San Francisco to Australia of from four to 
six hundred tons of cargo each voyage indicates how great is the 
tonnage involved. 

Now I’ve said nothing of the fact that under the Limitation of 
Armament Treaty an adequate merchant marine is absolutely essential 
to this country—you all understand that. Nor have I referred to the 
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great industry which an American merchant marine in service creates 
—the building, supplying, operating and maintaining of ships and the 
half-billion dollars that we'll pay out to somebody’s ships this next 
year and every following year; but I’m calling your attention to the 
fact that American ships are absolutely essential to the proper de- 
velopment of your foreign markets and that constant, adequate service 
on the ocean at rates which America can control and see that you are 
not discriminated against to the advantage of your competitors can 
only be had through an American merchant marine. 


JAPANESE SHIPPING AIDS 


The Trafic World Washington Bureau 


The Japanese budget for 1923 contains provisions for navi- 
gation bounties and mail subsidies amounting to 9,965,797 yen 
(about $5,000,000), says Eugene T. Chamberlain, of the trans- 
portation division, Department of Commerce, in an analysis of 
Japan’s merchant marine policies. 

Since 1896, Mr. Chamberlain explains, the construction of 
merchant vessels in Japan has been directly encouraged through 
the shipbuilding law (to the middle of 1918), and indirectly by 
the navigation bounty law, since 1917. Further assistance has 
been given by bounties on steel production and by mail sub- 
sidies. Continuing, he said: 


The shipbuilding bounty law makes it possible for corpora- 
tions whose members or shareholders were Japanese subjects em- 
ploying competent naval architects and owning docks, ships and 
machinery capable of constructing vessels of one thousand gross 
tons or more to receive a bounty varying with the type of the 
vessel from Yen 11 to Yen 22 per ton of the gross tonnage of such 
vessels as they constructed which satisfied the requirements of the 
authorities. Recipients of the bounty were required to use domes- 
tic materials, except such as could not be produced in Jauan. 

With the great development of the shipbuilding industry 
during the war period the bounties paid rose from $800,000 in 
1914 and 1915, to $1,600,000 in 1916 and $2,600,000 in 1917. In 1918, 
Japanese yards built 490,000 gross tons, an annual output sur- 
passing any previous German output and exceeded before the war 
only by the usual British output and on three occasions by the 
product of American yards. Within two years submarine warfare 
developed Japanese shiubuilding and Japanese shipping at seven 
fold the rate of its increase in 20 years under a carefully devised 
bounty project. 

The purpose of the shipbuilding bounty law of 1896 was being 
accomplished by other instrumentalities and in 1918 the Japanese 
government suspended the operation of the law, and, so far as 
can be ascertained, has no intention of putting it into effect again 
in the near future. 

The way for the suspension of the shipbuilding bounty had 
been paved by a law enacted in August 1917 for the encourage- 
ment of the steel industry, which exempted from income taxes 
and business taxes those engaged in the steel industries, and pro- 
vided bounties for various domestic steel products. 

The Japanese policy of navigation bounties has been so applied 
as to promote domestic shipbuilding as well as Japanese naviga- 
tion, so that the abandonment in 1918 of the system of direct 
construction bounties has less current significance than would 
appear superficially. The addition, for example, of 25 per cent to 
the navigation bounties in the case of ships built according to 
plans approved by the government, is included in the navigation 
bounties and can not be separately stated, nor are the specifica- 
tions and particulars enacted by the government as a condition to 
the grant of this extra county disclosed. There is reason to 


believe that, as in the American ocean mail act of 1891, the British . 


Cunard contract, and the former German. mail contracts, these 
special requirements deal with the conversion of the faster ships 
into naval auxiliaries and transports. Although the navigation 
bounties allowed to ships built in Japan are double those allowed 
in certain cases to foreign-built ships admitted to Japanese regis- 
ter, during the calendar year 1921 Japan built only 43 steamers 
of 227,425 gross tons, while on December 31, 1921, Japanese owners 
had contracted in foreign yards for 14 new steamers of 76,006 
gross tons, and in the eight months ended February, 1922, had 
purchased 44 foreign steamers of 280,000 gross tons. 


In its main features as to routes, types and speed of steamers 


employed and number of voyages, the Japanese navigation bounty 
system was maintained during the war and up to 1921 substan- 
tially as before the war. The annual expenditures for the navi- 
gation bounty system for the eight years from 1914 to 1921, 
inclusive, were 63,921,269 yen, or an annual average of 8,000,000 
yen, equivalent to $4,000,000. 


Changes in navigation bounties for 1921 and 1922 in respect 
to lines to Europe, to North America (Seattle), South America 
(west coast), and to Australia are attributed to changes effected 
by the budget bill of 1921 and 1922 which authorized extra 
budgetary obligations not to exceed annually 1,450,000 yen to 
subsidize the carrying of the mails for the fiscal year ended April 
1, 1921, not to exceed 5,569,224 yen for the fiscal year ended April 
1, 1922, and for the fiscal year ending April 1, 1923, not to exceed 
5,217,192 yen, this last-named amount to be applied solely to the 
lines to North and South America. _ 

The purpose of the change in policy seems to be the relief of 
mail steamers from the government’s power to fix freight and 
passenger rates under the navigation bounty act and it is not 
improbable in view of the workings of the existing bounty sys- 
tem during the war, that the system of mail bounties may be 
further extended so as in time entirely to supersede navigation 
bounties. 

The complaint was made by subsidized operators during the 
war that they were unabie to take advantage of favorable oppor- 
tunities because of the policy of the government to keep freight 
rates on subsidized vessels as low as possible. Whenever the de- 
mand for space on any particular line exceeded the supply of 
subsidized space, the tramp rate was always higher than the 
rates authorized by the government on _ subsidized vessels, the 
former rate from Kobe to Liverpool during the greater part of 
1918, for example, being ten times higher than the latter. In- 
stances frequently occurred of tramps paying for themselves, in 
spite of the high cost of vessels, by the profits of one trip to 
Europe. Probably with a view to promote the nation’s commerce 
and its welfare as a whole, the government consistently refused 
to permit more than normal increases in rates, so that during 
the period of high rates the profits realized from the operation 
of subsidized vessels were practically negligible. 

The payment of subsidies for the carrying of mail appears to 
be an attempt to remove this source of dissatisfaction. 

The budget for 1923 provides 6,748,605 yen for navigation 
subsidies and the extra-budgetry allowance to be applied as mail 
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pay solely to the lines to North and South America is 3,217,192 
yen, in all 9,965,797 yen, or approximately $5,000,000. 


U. S. SHIPPING IN FOREIGN TRADE 


The Bureau of Research of the United States Shipping 
Board has prepared the following analysis of the volume of the 
water-borne foreign commerce of the United States: 


_. During the fiscal year ended June 30, 1922, United States ports 
witnessed 37,312 arrivals and departures of vessels engaged in our 
waterborne foreign commerce, which aggregated 80,231,000 long tons 
of cargo. Forty-nine per cent of those arrivals and departures were 
American vessels and 52 per cent of the total cargo tonnage handled 
through United States ports moved under the American flag. The total 
vessel deadweight entering and clearing was 214,952,000 tos, 51 per cent 
of which was American tonnage. It must be borne in mind in consider- 
ing these percentages that oil cargoes in tankers and the traffic on 
the Great Lakes are almost exclusively carried by American flag ves- 
Sels and the American percentage of the total commerce carried and 
vessel deadweight employed is very much higher in consequence. 

In relative efficiency, as indicated by the relation of load to dead- 
weight tonnage, the American percentage is 37.9 per cent and the 
foreign 36.4 per cent. In other words, while American vessels used 
2.62 deadweight tons to transport each ton of cargo, foreign vessels 
used 2.74 deadweight tons per cargo ton. 

Exports constituted 54 per cent of the total commerce. Forty-nine 
per cent of the entrances and clearances and 51 per cent of the dead- 
weight entering and clearing were American vessels, and they carried 
68 per cent of the total imports and 39 per cent of the total exports. 

Sixteen United States ports handled foreign commerce in excess 
of 1,000,000 cargo tons each. About 81 per cent of the total traffic 
passed through these ports, which handled 86 per cent of the imports 
and 77 per cent of the exports. 

a, activities of the 16 ports referred to appear in the following 
table: 





Total Imports Exports 

Tons Tons + Tons 
a nr 18,267,007 9,109,868 25 9,157,139 
Wew Orleans 2... 2.0.00 7,405,208 3,276,249 60 4,128,959 
POCt APORUY cicciccice ccce 5,082,855 3,401,653 100 1,681,202 
PRPOGGIIIR, o.0660.cc0cews 4,937,692 2,630,987 50 2,306,705 
IRNURINO 66s.5s:cccecciews 4,852,440 1,932,178 90 2,920,262 
INE ac iatce. cies cients 4,326,336 2,248,489 50 2,077,847 
WRN. 3. cveiedle diciecdaciaecs 3,267,709 2,736,414 ae 531,295 
IL. | issiny.ene-ow eave deinn 3,255,651 2,631,291 35 624,360 
TEENS 6 5 oral. win de-ne cows 3,126,847 538,401 10 2,588,446 
BROT: TROURS coin vecs vices 2,351,790 1,542,071 100 809,719 
San DYANCIBCS ...6.0000% 2,290,392 767,787 12 1,522,605 
yg | a. er 1,349,994 31,233 aie 1,318,761 
| ee 1,302,734 23,918 1,278,816 
ee eee 1,228,942 442,229 30 786,713 
Newport News .......... 1,136,433 22,180 40 1,114,253 
eR ne eee 1,029,436 198,268 831,168 
TNE. a. cree te csiesn sie) aie 65,211,466 31,533,216 33,678,250 


*Great Lakes traffic only . 

*Figures in this column indicate percentages of imports that 
consisted of bulk oil cargoes. 

The following table shows the percentage of cargoes carried in 
American vessels as compared to those of foreign flag, transacting the 
business at the sixteen principal ports: 


Exports* Imports* 

American Foreign American Foreign 

Per Cent Per Cent Per Cent Per Cent 
New York. ....< 34 66 56 44 
New Orleans .... 35 65 60 40 
Port Arthur .... 26 74 100 fn 
Philadelphia ..... 24 76 55 45 
Galveston ....... 30 70 93 “4 
BQIMOVE 2c 6.c00% 28 72 54 46 
WEEEEEO wiccssves EE 23 90 10 
EINER, 60.05 0:6.0cesto-e 37 63 48 52 
Co 28 72 86 14 
Baton Rouge .... 48 52 87 13 
San Francisco .. 39 61 36 64 
Portland, Ore. .. 21 79 80 20 
VORHCHBO 6 veces 81 19 95 5 
Los Angeles ..... 61 39 42 58 
Newport News.. 25 75 52 48 
a 25 75 46 54 


*Including bulk oil cargoes. 
7Great Lakes traffic. 


Ten additional ports handled over 500,000 cargo tons each, the ag- 
gregate of their traffic being over 9 per cent of the total foreign com- 
merce. The activities of these ports are shown in the following table: 


Total Imports, Exports, 

Tons Tons 7 Tons 
EE Siriitionss sinnescicnsens 972,692 64,286 908,406 
PCTOVOMED vice cedccceesaes 921,551 179,644 _ 741,907 
a 873,175 213,277 25 659,898 
Portland, Me. ..6..6ce60- 791,581 277,774 35 513,807 
eee, PENOEE 5 c.civc.ciewisrerecis 765,905 724,568 100 41,337 
AS 762,386 175,556 100 586,830 
NEED a8: eslevascialevorvtesdiontioeta 705,718 218,509 20 487,209 
VRROGUINGS oo vrcicceccwaacie 609,194 55,869 ars 553,325 
CRIM, isis soe sence ces 607,53 261,114 50 346,416 
POE BRINOT ocicccvccees 559,462 526,868 90 32,594 
2, BT Cnr eT Te 7,569,194 2,697,465 nner 4,871,729 


*Great Lakes traffic only. 


7Figures in this column represent percentages of imports that 
consisted of bulk oil cargoes. 


The twenty-six ports enumerated above handled 93.5 per cent of 
the imports, 88.3 per cent of exports, and 90.7 per cent of the entire 
foreign commerce for the year. . 

Over 51 per cent of the total foreign commerce of the United States 
was with three foreign trade regions, the traffic with each aggregat- 
ing more than 10,000,000 cargo tons. These three regions furnished 
about 67 per cent of our imports and absorbed about 39 per cent of 
our exports. 


The trade with the three regions referred to was as follows: 


Total Imports, Exports, 

ons Tons Tons 

RON 6. Sit ach ccarenciea atts 19,287,499 *18,766,149 521,350 
Atlantic Canada ......... $11,455,457 4,071,957 7,383,500 
Havre-Hamburg Range .. 10,446,278 1,519,278 8,927,000 
LE Se 41,189,234 24,357,384 16,831,850 


*Includes 18,465,870 tons of bulk oil. 
Includes 10,297,324 tons of traffic on Great Lakes. 
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September 30, 1922 


Traffic in excess of 1,000,000 tons each was transacted with ten 
other regions, the total aggregating 29 per cent of our imports, 57 
per cent of our exports and 44 per cent of the total commerce. The 
trade with these regions is shawn in the following table: 





Total Imports, Exports, 
Tons Tons Tons 

MIMDUOD. SEMEUEE 60 3 Sie ste ws b5ic a cloelele 8,980,598 1,146,140 7,834,458 
RSE MIRO Paisca:vieeeido 050164 + acolo miene pies 6,051,159 3,909,387 2,141,772 
GEE. co ase asaccbiccaneksy «0s ceemeoes 5,204,614 955,730 4,248,884 
West Mediterranean ............... 4,021,760 510,231 3,511,529 
North Atlantic and Baltic Europe... 2,805,236 721,696 2,083,540 
East Coast South America.......... 2,706,967 1,026,532 1,680,435 
Cetra PPC: 65050 cicivicis cisinvs vewicss 1,581,858 998,654 583,204 
East Mediterreanean and Black Sea 1,524,831 189,404 1,335,427 
South Atlantic Europe.............. 1,387,184 392,925 994,259 
West Coast South America........ 1,022,233 576,794 445,439 
ROE 3 oc wet oy. catsic ital amanered 35,286,440 10,427,493 24,858,947 


The thirteen regions enumerated furnished 95 per cent of the total 
imports, and absorbed 96 per cent of our exports, or more than 95 
per cent of the total foreign commerce. The nearby foreign trade 
regions of Canada, Mexico, West Indies and Central America fur- 
nished about 76 per cent of the total imports and absorbed about 27 
per cent of the total exports. In this nearby traffic the American 
flag vessels predominated. Eliminating these nearby regions reduces 
the total water borne foreign trade of the United States from 80,230,952 
tons to 40,698,895 tons. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 





(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Rules Do Not Authorize Court to Enforce Nonmaritime Con- 
tract, or the Bringing in of Parties Whose Rights Rest on 
Nonmaritme Contracts: 

(District Court, S. D., New York.) Rev. St. Sec. 917 (Comp. 
St. Sec. 1543), authorizing the Supreme Court to prescribe rules 
of practice in the District Courts in equity and admiralty, does 
not confer power to enlarge the jurisdiction of such courts, and 
new admiralty rule 56 (267 Fed. xxi), permitting a claimant or 
respondent to bring in any other parties, who may be partly or 
wholly liable, either to libelant or to such claimant or respond- 
ent, does not authorize the bringing in of a party whose liabil- 
ity, if any, rests on a nonmaritme contract.—The Goyaze, 281, 
Fed. Rep. 259. 


Liability of Ship for Damage to Cargo of Hides: 

A steamship held, not liable for damage to a cargo of pickled 
hides, except as to a small number stored in one corner of a 
hold, which were apparently damaged by sea water; the dam- 
age to others, distributed throughout the cargo, being due to 
causes existing when they were loaded.—lIbid. 

Repairs of Ship Held Not to Warrant Inference of Previous Un- 
seaworthiness: 

The fact that extensive repairs were made to a vessel after 
a voyage held not to warrant an inference that damage to cargo 
on such voyage was due to unseaworthiness, where the repairs 
were not made to correct defects which could have caused the 
damage.—Ibid. 

Where It Is Impossible to Secure Other Employment on Char- 
terer’s Failure to Load Ship, Owner Is Entitled to Damages 
for Loss of Time for Only Such Period as Is Necessary to 
Put Ballast on Board: 

_ (District Court, D. Maryland.) Where charterer fails to 

furnish a cargo as required by the charter, and where it is man- 

ifestly impossible to secure other employment for the ship, the 
owner is required to start the ship back empty to her home 
port as soon, after it receives the charterer’s definite refusal to 
load her, as sufficient ballast can be put on board, and the 

Owner in such case is entitled, as damages in addition to the 

full freight called for by the charter plus the cost of the ballast, 

merely for loss of such time as is necessary, after the owner 
receives the charterer’s definite refusal to load the ship, to put 
the ballast on board.—Trafikatiedolaget Grangesberg Oxelosand 

vs. Ainesworth Coal & Iron Co., 281 Fed. Rep. 231. 

Owner Required to Minimize Damages by Securing Another 
Charter, on Charterer’s Failure to Furnish Cargo: 

Where charterer fails to furnish a cargo as required by the 

charter, it is the owner’s duty to minimize the damage by secur- 

Mg another charter, if it is possible to do so.—Ibid. 

Owner Who Secures Other Charter for Same Voyage at Same 
Rate of Freight, After Original Charterer Fails to Furnish 

Cargo, Entitled as Damages Merely to Loss of Time Caused 

by Ship’s Delay in Departure From Port: 

If charterer fails to furnish cargo as required by the char- 

and it is possible to obtain another charter for the same 

— at the same rate of freight, the owner can recover as 

coe merely the loss of the ship’s time for the period dur- 

Pe which the refusal of original charterer to load had delayed 

€ ship’s departure from the port.—Ibid. 
arterer, Who Fails to Furnish Cargo, Credited With Earn- 
ings Under Recharterer, and Charged With Value.of Time 

Lost in Delay in Departure of Ship: 

here charterer failed to furnish a cargo as required by 


ter, 
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the charter, and the owner obtained another charter for a dif- 
ferent voyage and at a different rate, the original charterer will 
be credited with all the owner’s earnings under the recharter 
on freight due owner, and will be charged with the value of the 
time by which, in consequence of the refusal of the charterer to 
load, the ship’s departure from the port was delayed.—Ibid. 

Agreement as to Demurrage Presumptive Evidence of Value of 
Use of Ship, in Fixing Damage for Delay in Departure: 
Agreement between shipowner, and charterer as to what de- 

murrage should be paid is at least presumptive evidence of 
what the use of the ship was worth, in fixing damage for loss 
of time because of delay in departure of ship, on charterer’s 
failure to furnish cargo and rechartering of vessel to third 
party.—Ibid. 

Bills of Lading Held to Incorporate Demurrage Provisions of 
Charter, So as to Charge Lien on Cargo: 

(District Court, S. D. Texas, at Galveston.) Bills of lading, 
two of which made the consignee or assigns liable for freight 
and demurrage as provided in the charter party, and the others 
of which stated freight and conditions were to be in accordance 
with the charter party, which took precedence of the bill of 
lading, were sufficient to embody the provisions of the charter 
party for demurrage into the bills of lading, so as to charge the 
cargo in the hands of the consignee with a lien for such de- 
murrage.—United States vs. Sugarland Industries, 281 Fed. Rep. 
239. 

Evidence Held to Show Vessel’s Equipment Would Permit Dis- 
charge at Charter Rate: 

Evidence on a libel for demurrage held to show that the 
vessel’s equipment was sufficient, if manned with competent 
labor, to have discharged the vessel at the rate required by 
charter, and that the delay was due to the inefficiency of the 
labor employed.—Ibid. 

Vessel’s Capacity for Discharging Includes Capacity of Laborers 
It Must Furnish as Well as of Equipment: 

Since the vessel is under obligations to furnish the labor 
for discharging the cargo, a provision in the charter party ex- 
tending the lay days, if the vessel is unable to discharge at the 
rates provided, is not limited to cases where the vessel’s equip- 
ment is insufficient to discharge at that rate, but includes cases 
where the laborers furnished by the vessel are not sufficiently 
efficient, because of general labor conditions at the port, to 
make the discharge at the.required rate.—TIbid. 

Exception in Bill of Lading of Loss From Collision Held Effec- 
ke Where Barge Was Seaworthy and Owner Not Neg- 
igent: 

(Circuit Court of Appeals, Second Circuit.) Loss of cargo 
by sinking of seaworthy barge through collision, without fault 
or negligence of owner, held within a provision of the bill of 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
ang all correspondence held in strict confidence. THE TRAFFIC 
WORLD, 418 South Market Street, Chicago, IIl. 














WANTED—Master Car Builder, for Pittsburgh Company, oper- 
ating private cars. Must have thorough knowledge of car construc- 
tion and M. C. B. billing. In reply give full details past employment, 
references as to character and ability and state salary desired. 
Address R. A. N. 481, Traffic World, Chicago. 





TRAFFIC EXECUTIVE—Open for position October 15th. Twelve 
years’ experience handling transportation problems, both rail and 
water, fully competent to handle all traffic matters pertaining to 
claims, demurrage, switching, lighterage, etc. Familiar with classi- 
fication, rates and their construction throughout the U. S. and Canada. 
Have had both practical experience and technical training. Address 
E. C. McIntyre, 1400 Lawrence St. N. E., Washington, D. C. 





POSITION WANTED—Competent traffic manager, at present 
employed by large jobbing concern, seeks connection with more op- 
portunity; railroad and commercial experience; familiar all lines 
traffic work; Central West location preferred; salary to commence 
$4,200. Address U. N. T. 477, Traffic World, Chicago. 





WANTED—We will pay a liberal fee to anyone referring to 
us a salesman meeting our requirements. We want one for Wis- 
consin and two for the East. We have been in business for over 
thirty years, have the largest and best equipment and rate force and 
write the most liberal contract on the market and because we actu- 
ally do furnish the service promised we have clients who have 
renewed with us for more than twenty successive years. To salesmen 
who have successfully handled the sale of Traffic Service Contracts 
we offer a better proposition than any other Bureau, including a bet- 
ter Contract for the Client and better terms to the salesman, and 
most important of all, our Clients renew their subscription and are 
always glad to assist salesmen in securing new business. We also 


can use the right kind of a rate man. Freight Audit Company, 
Chicago, Ill. 





POSITION WANTED—Rate clerk of executive ability, age 27, 
desires commercial connection. Ten years’ railroad experience. Un- 
derstands fundamental principles transportation, rates, tariff interpre- 
lation, routing, secondary services. Education consists high school, 
transportation. and interstate commerce law, now general law student. 
Qualified for any territory. Employed. Highest credentials. Address 
O. N. E. 479, Traffic World, Chicago. 
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lading excepting loss of damage resulting from collision—The 
Jay St. Terminal No. 3, 281 Fed. Rep. 279. 
Sinking of Barge in Slip Held Due to Collision: 

(District Court, S. D. New York.) Sinking of a loaded barge 
held, on the evidence, due to the breaking of a hole in her side 
near the water line, while she lay in a slip at night between 
two other barges, which break was caused by collision between 
the outer barge and some vessel entering or leaving the slip.— 
The Jay St. Terminal No. 3, 281 Fed. Rep. 275. 


Exception in Bill of Lading of Loss From Collision Held Effec- 
tive, Where Barge Was Seaworthy and Owner Not Negligent. 
Loss of cargo by sinking of seaworthy barge through col- 

lision, without fault or negligence of the owner, held within a 

provision of the bill of lading excepting loss or damage result- 

ing.from collision.—Ibid. 


%, 
* oe 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
G 


° e 


LOSS OF OR INJURY TO GOODS 


Consignee’s Opinion as to Damages for Loss of Goods Held 

Inadmissible: 

(Supreme Court of Alabama.) In an action against carrier 
for goods lost, consignee’s opinion as to the actual damages was 
inadmissible. (American Ry. Express Co. vs. Stanley, 92 Sou. 
Rep. 642.) 

Oral Evidence of no Entry of Shipment in Receipt Book Held 

Not Within Secondary Evidence Rule: 

The refusal to strike out a negative answer to the question 
whether the entry books showed receipt of the shipment in liti- 
gation was proper, as it was not within the secondary evidence 
rule.—Ibid. 

Book Held Best Evidence of Entry: 

To prove an entry in a book, the book itself is the best 

evidence.— Ibid. 


In Action Against Carrier, Evidence of Other Shipments Held 

Irrelevant: 

In an action by consignee against carrier for loss of goods 
shipped, evidence of the receipt of shipments other than the one 
sued on, and what was done with them, was properly excluded 
as being irrelevant.—Ibid. 

Evidence Held Sufficient for Jury on Question of Liability as 

Warehouseman: 

In an action by consignee against express company, where 
there was evidence of delivery of shipment, possession of ex- 
press company at place where delivery was to be made, and 
failure to deliver to consignee, the jury were entitled to adopt 
the conclusion that express company was liable as warehouse- 
man.—Ibid. 


Variance Between Allegations and Proof Held Fatal: 

There can be no recovery on proof of a meritorious cause of 
action which is in substance variant from the one pleaded.—Ibid. 
Required to Make Personal Delivery to Consignee: 

In the absence of a showing to the contrary, an express 
company must make personal delivery to consignee.—Ibid. 


Where Goods Are Burned After Time Fixed by Bill of Lading, 
When Carrier’s Liability Was Only That of Warehouseman, 
Burden of Showing Negligence on Plaintiff: 

(Court of Appeals of Georgia, Division No. 2.) Where a bill 
of lading in an interstate shipment stipulates that the carrier 
shall be liable only as a warehouseman for goods not removed 
within a specified time, after arrival at destination and where 
the goods are admittedly destroyed by fire after the expiration 
of the time specified, the burden is on the plaintiff to prove that 
the defendant was negligent. Central of Georgia Ry. vs. Owens, 
28 Ga. App., 110 S. E. 339, and cases there cited. (Davis, Agent, 
vs. Pearlman, 113 S. E. Rep. 44.) 


Charge That Status as Carrier Would Not Change to Ware- 
houseman Until After Reasonable Time After Notice Held 
Error: 

Where, in an interstate shipment, the bill of lading provided 
that “property not removed by the party entitled to receive it 
within 48 hours (exclusive of legal holidays) after notice of its 
arrival has been duly sent or given may be kept * * * subject 
* * * to carrier’s responsibility as warehouseman only,” it was 
error, in a suit by the consignee against the carrier to recover 
the value of goods destroyed by fire while in the custody of the 
railroad after the expiration of the time specified, for the court 
to charge that the carrier’s status as a carrier would not change 
to that of a warehouseman until after the lapse of a “reason- 
able time” after such notice was given or received. See, in this 
connection, Michigan, etc., Ry. vs. Owen, 256 U. S. 427, 41 Sup. 
Ct. 554, 65 L. Ed. 1032.—Ibid. 
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No Recovery for Damages in Case of Failure to File Claim 

Within Time Required in Bill of Lading: 

(Supreme Court of South Carolina.) Where a bill of lading 
required claim for loss or damage ‘to be filed at the origin or 
at the destination within six months after a reasonable time for 
delivery had elapsed, or the carrier would not be liable, no re. 
covery can be had for loss of goods in shipment, where the 
claim was not field within six months. (Freeman vs. Atlantic 
Coast Line R. Co. et al., 113 S. E. Rep. 69.) 


DELAY IN TRANSPORTATION OR DELIVERY 


Measure of Damages for Delay in Transportation Stated: 
(Supreme Court of Alabama.) The measure of damages 

for unreasonable delay in the transportation of goods intended 

for wearing apparel of the owner is the difference between mar. 
ket value at time delivery should have been made and the mar- 
ket value at time of actual delivery, unless the carrier had 
knowledge at time of shipment that the goods were intended 
for wearing apparel, in which case the measure of damages is 
the value of the use during the delay. (American Ry. Express 

Co. vs. Baer, 92 Sou. Rep. 652.) 

Overruling of Objection to Testimony Held Not Error Where 
No Ground for the Objection Was Stated: 

No error can be predicated on the overruling of an objec. 
tion to a question where no ground was given why the question 
should not be asked, where the question did not call for evidence 
obviously illegal and where no motion was made to exclude the 
answer.—Ibid. 

Refusal of General Affirmative Charge Held Proper Where There 
Was Evidence Tending to Support Claim: 

The refusal to give the general charge for defendant was 
proper where there was evidence tending to prove plaintiff’s 
claim.—Ibid. 

Carrier Liable for Delay in Delivery of Fur Stolen by an Em- 
ploye, and Retained by Federal Officials as Evidence: 
Where a fur delivered to a carrier for shipment was stolen 

while in transit by an employe of the carier and later recovered 

by federal officials and retained by them as evidence in prose- 
cuting the employe, the carrier was liable for the delay in de- 
livery; hence there was no error in refusing an instruction that, 
if the fur was held by the federal officials, to be used as evi- 
dence in the case against the employe, the defendant would not 
be liable.—Ibid. 

CARRIAGE OF LIVE STOCK 


Initial Carrier in Interstate Shipment Liable for All Damages in 
Transit: 

(Supreme Court of Arkansas.) Under the Hepburn Act, the 
initial carrier in an interstate shipment is liable to the shipper 
for all damages in transit. (Love et al. vs. Missouri Pac. R. Co., 
242 S. W. Rep 829.) 

Evidence Insufficient to Support Judgments Against Initial Car- 
rier in Separate Suits for Damages by Shrinkage From Cat- 
tle Being Mixed in Transit: 

Evidence held insufficient to support judgments for plain- 
tiffs in separate suits against initial carrier by shippers for 
damages from shrinkage as a result of cattle being mixed in 
transit before delivery to consignee.—Ibid. 


& 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIER 


Court May Take Judicial Knowledge of Method of Final Car- 
rier’s Paying Initial and Intermediate Carriers: 

(District Court of Appeal, Second District, Division 1, Cali- 
fornia.) Where a consignee is to pay freight, a court may take 
judicial knowledge of the method usually employed for the final 
carrier to pay the initial and the intermediate carriers their 
part.—Southern California Commercial Co. vs. Alberti et al., 207 
P. Rep. 1023. 


Payment by Final Carrier to Initial and Intermediate Carriers 
Held to Constitute an Assignment of Their Rights to the 
Final Carrier: 

Where a final carrier was to collect freight due on a ship 
ment from a consignee, payment by it to the initial and the in- 
termediate carriers of their part of the freight by operation of 
law constituted an assignment to the final carrier of the right 
of the initial and intermediate carriers to recover for the serv- 
ices rendered by them.—Ibid. 

Defense of Loss of Goods Through Delay in Transportation Can- 
not Be Set Up Unless Pleaded: 

In an action by a carrier against a shipper to recover 
freight, failure to plead the defense that the goods were de 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 
Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service te 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN 








S. E. LEONARD 
“Sitttnarrereeeresseeeeenenieeeneneneneennnneeenmemninsinntntetneliiahiteianell 
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View showing relationship of ship, wharf and 
shipside warehouse. 


Port of Houston 


Houston is a live port. 
What does a live port mean? 
Let us have an example. 
Take Houston Wharf No. 4 which is 700 feet long. 
. did it handle during the first 21 days of September, 


It handled the following vessels: 


September ist—LAKE SLAVI.....: Cuba and West Indies 
September ist—G. A. FLAGG....Philadelphia 


September 4th—ISABELA........ Philadeiphia 
September 11th—FREDERICA..... | Cuba and Porto Rico 
September 12th—SHAWMUT....... Philadelphia 
September 12th—COASTWISE..... Mobile 

September 15th—LAKE FISHER...New Orleans 
September 16th—EDGEFIELD...... London 

September 20th—CHOCTAW....... Philadelphia 


OCTA 
September 2lst—MOUNT EVANS. Liverpool and Manchester 
What do these facts mean? 
They mean that Houston is a live, active port. 


There is no stagnation or delay to freight when it moves 
thru Port Houston. 


There is an unexcelled fire-proof, sprinkled shipside ware- 
house, connected by electric conveyor with the wharf, shown 
in the accompanying cut where storage is efficiently accommo- 
dated. 


Shipments over the wharves are handled quickly and efficiently 
without delay to the ship or shipper. 


Ships can take Bunkers and Cargo at the same time. 
This is the service a live port furnishes. 


Mr. Traffic Man, can we not handle some of your business 
over our wharves? 


Director of the Port 
Court House Houston, Texas 


@ St. Louis 
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stroyed through negligence in transportation prevents setting 
up the defense.—Ibid. 
Evidence Held Sufficient to Justify a Finding That Delivery 

Was Duly Made at Destination: 

In an action by a carrier against a shipper to recover freight 
charges, evidence that a car was delivered at a place about a 
mile from its destination, the usual place of delivery of cars 
consigned to the destination, justified a finding that the car was 
duly delivered to the destination.—Ibid. 

Consignor Who Consigns to Himself Primarily Liable for 

Freight: 

Where a shipper consigned goods to himself, he was pri- 
marily liable to the carrier for the freight, and this obligation 
was not affected by the fact that the freight was not prepaid, 
nor by the shipper’s transfer of the bill of lading, subject to the 
lien for freight charges, to a third party with whom the carrier 
had no contractual obligations.—Ibid. 

Finding as to Allegation Unsupported by Affirmative Evidence 

Not Necessary: 

In an action by a carrier against a shipper to recover 
freight, where an allegation that the carrier permitted the 
buyer of the goods to inspect them contrary to directions of the 
shipper was supported by no affirmative evidence, a finding 
thereon was unnecessary.—Ibid. 

Permitting Buyer to Inspect Goods Held Not to Relieve Con- 
signor of Liability for Payment of Freight: 

Where goods were consigned to a shipper, the fact that a 
carrier permitted a buyer to inspect them contrary to directions 
of the shipper did not operate to relieve the shipper from the 
liability to pay freight.—Ibid. 

Proceedings Reviewable as Suit in Equity: 

(Supreme Court of Missouri, Division No. 2.) On review of 
a Circuit Court of Missouri affirming an order of the Public Serv: 
ice Commission, the proceedings must be treated as a suit in 
equity, and the Supreme Court may make its own finding of 
facts.—State ex rel. St. Louis-San Francisco Ry. Co. vs. Public 
Service Commission, 242 S. W. Rep. 938. 

Unnecessary Requirement as to Stoppage of Interstate Trains 

Is Interference with Commerce: 

While a state may require adequate local facilities even to 
the stoppage of interstate trains, yet when local demands are 
adequately met, the obligation of the railroad is performed, and 
the stoppage of interstate trains becomes an improper and ille- 
gal interference with interstate commerce.—TIbid. 

State May Regulate, But May Not Burden or Impede, Interstate 

Traffic, 

The state may regulate, but can do nothing which will di- 
rectly burden or impede, interstate traffic of a railway company, 
or impair the usefulness of its facilities for such traffic.—Ibid. 
Order for Additional Train Service Held Not Justified. 

Evidence held not to show inadequate facilities justifying 
an order of the Public Service Commission requiring interstate 
passenger trains to stop at a certain station.—lIbid. 

Order for Stoppage of Passenger Trains Held to Be a Detriment 
to Interstate Traffic: 

An order of the Public Service Commission, requiring the 
stoppage of interstate passenger trains at a certain station, held 
to be a detriment to and hindrance of interstate traffic, anc 
therefore an unlawful regulation and burden upon interstate 
commerce.—Ibid. 


Carrier Is Answerable for Own and Agent’s Acts in Enforcement 
of Tariff Schedules, and Must See That Rebate Is Paid and 
No Discrimination Practiced by Them: 

(Supreme Court, Trial Term, Erie County.) A carrier is not 
only answerable for its own acts, but for the acts of its agents 
as well in the rigid enforcement and observance of all provisions 
of the filed tariff schedules, and is bound to see that no rebate 
is paid and no discrimination practiced by any of its employes 
or agents.—Spencer, Kellogg & Sons, Inc., vs. Delaware L. & 
W. R. Co., 195 N. Y. Supp. 69. 

Where Charges for Handling Grain Made by Rebating Elevator 
Company Were Collected by Carrier, It Could Not Retain 
Them, and Payment Thereof to the Company on a Judg- 
ment Would Not Make the Carrier Liable: 

Where the published tariff schedule on ex-lake grain for ex- 
port included a charge not exceeding one cent per bushel made 
by the Buffalo elevators, which rate was collected by a railroad 
company on grain passing through an elevator, but without 
knowledge of a rebate by the elevator company, the carrier 
could not retain elevator charges collected, and theory that the 
elevator company acted for it in rebating when it paid commis- 
sions to forwarding agents of the owners, and payment of the 
charges collected to the company, in pursuance of a judgment, 
would not create any liability against the carrier, either civil or 
criminal.—Ibid. 

Greater Rate for Shorter Haul Without Permission Is Illegal: 
(Circuit Court of Appeals, Ninth Circuit.) Since the amend- 

ment of Interstate Commerce Act, Sec. 4, by Act June 18, 1910 

(Comp. St. Sec. 8566), a carrier no longer has the right as it did 

prior thereto to determine in the first instance whether a dis- 

similarity in conditions justifies the charges of a greater rate 
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for a shorter haul than for a longer haul over the same route 
but any such charge is illegal, unless the Commission has previ. 
ously made an order consenting to the higher rate to the inter. 
mediate point.—Davis, Agent, vs. Parrington. San Franciseo & 


P. S. S. Co. vs. Same. Davis, Agent, vs. Portland Seed Co., 29) 
Fed. Rep. 10. 


Recovery of Excess Rate Paid for Shorter Haul Is Permissible 
Without Resort to Commission: 


The collection by a carrier of a rate in excess of the rate 
charged by it for a longer haul over the same route, without 
permission of the Commission first having been obtained, is the 
collection of an illegal rate, and the excess of such rate over 
the rate for the longer haul may be recovered by an action ip 
the court without resorting first to proceedings before the Jp. 
terstate Commerce Commission, since the question is Clearly 
not administrative, and the remedy by action in court exists 
under Interstate Commerce Act, Sec. 9 (Comp. St. Sec. 8573), 


a? Short Haul Clause Is no Longer Limited to Single 
ne: 


Since Interstate Commerce Act, Sec. 4 (Comp. St. See. 
8566), which originally prohibited a greater rate under substan. 
tially similar circumstances for a shorter than for a longer haul 
over the same line, was amended by Act June 18, 1910, which 
added the words “or route” after the word “line,” the long and 
short haul clause is no longer limited to transportation over 
the line of a single carrier, but includes transportation under a 
joint rate by connecting carriers.—Ibid. 


Federal Transportation Act Did Not Vest in Interstate Com. 
merce Commission Sole Jurisdiction Over Claims Against 
Railroad Administration: 


Transportation Act Feb. 28, 1920, Sec. 206, giving jurisdic. 
tion of claims against the Railroad Administration for violations 
of the act to regulate commerce to the Interstate Commerce 
Commission but also providing that actions at law and suits in 
equity, which prior to federal control could have been brought 
against the carrier, might, after the termination of the control 
be brought against an agent designated for that purpose did not 
vest in the Commission sole jurisdiction over claims for a vio- 
lation of the Interstate Commerce Act, but an action can be 
prosecuted by the shipper in the courts in cases where proceed- 
ings before the Commission are not a prerequisite to such ac 
tion.—Ibid. 

Interstate Commerce Commission’s Order, 

Court Below, Cannot Be Considered: 

On appeal from a judgment for shippers for the excess of 
rates collected by the carrier, a general order of the Interstate 
Commerce Commission increasing the rates, which was not 


presented to the court below, cannot be considered by the Ap- 
pellate Court.—Ibid. 


General Rate Increase Order Did Not Authorize Violations of 
Long and Short Haul Clause: 

General Order No. 28 of the Interstate Commerce Comnis- 
sion authorizing a general increase in rates, and permitting car- 
riers to violate the long and short haul clause in so far as 
necessary to permit the increase to go into effect, merely per- 
mitted such violation in cases where the greater charge for the 
shorter haul had been previously authorized, and did not legal- 
ize a continued violation by the carrier, which had previously 
violated Interstate Commerce Act, Sec. 4, as amended (Comp. 
St. Sec. 8566).—Ibid. 

Possibility of Unloading at Nearer Point Held Out Not to Av 
thorize Violation of Long and Short Haul Clause: 

Where goods transported under a joint water and rail rate 
were in fact unloaded from the vessel into the cars at a dock 
which made the total haul a greater distance than the haul by 
vessel alone, for which a greater rate was charged, the fact that 
the vessel could have been discharged at a dock nearer the 
point of destination, so that the haul would have been shorter, 
does not make the rate valid, especially where the tariffs of the 
steamship company provided that cargoes would not be dis 
charged other than at its regular landing place. 

Limitation Fixed by State Statute, and Not Two-year Limitation 
Applicable to Proceedings Before Interstate Commerce Com- 
mission, Held to Apply to Actions to Recover Excessive 
Freight Rate: 

Interstate Commerce Act, Sec. 16, as amended in 1920, pro- 
viding that all claims for the recovery of damages shall be filed 
within two years after the cause of action has accrued applies 
only to claims for damages filed before the Commission, and a2 
action in court to recover an excessive freight rate is governed 
by the period of limitation fixed by the state statute —lIbid. 
Measure of Damages in Actions for Excessive Rates Collected in 

Violation of Long and Short Clause of Interstate Commerce 

Act Stated: 

In actions by shippers to recover excessive freight rates 
collected in violation of the long and short haul clause of Inter 
state Commerce Act, Sec. 4 (Comp. St. Sec. 8566), it was proper 
to measure the damages by the difference between the rate col 
lected for the shorter haul and the tariff rate for the longer 
haul.—Ibid. 
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The St. Louis 
Gateway! 





N your trade with the West 
and Southwest no factor is 
more important than the 

gateway through which your 
shipments must pass. 


Competition is keen and loss of 
time at the point of transfer may 
mean loss of business. 


A written request will bring you 
an informative and attractively 
illustrated booklet describing 
facilities which make 


ST. LOUIS 


The Strategic Gateway 


Between East and West 


It is to the interest of your 
business that you make a 
comparison of gateways be- 
fore routing your shipments. 


Eighty-seven per cent of the through 
“L.C.L.’’ freight routed via St. Louis 


departs the same day it arrives! 


More than 1,000 package cars 


loaded daily at St. Louis! 


The most complete system of modern 
freight handling facilities in America 


operated by the 


Columbia Terminals Company 


Agent for All Railroads Entering 


St. Louis 


“Columbia Service” is pro- 
vided by facilities (represent- 
ing more than $2,000,000 in 
investment) which include 
nine “universal” off-track de- 
pots, modern warehouse and 
forwarding facilities, and a 
fleet of modern tractors and 
semi-trailers. 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 





American-Hawaiian S.S.Co. 
INTERCOASTAL SERVICE 


To Los Angeles, San Francisco, Portland, Seattle, 
Tacoma 


NEW YORK—THURSDAYS BOSTON—SATURDAYS 
PENNSYLVANIAN ..Oct. 5 Se — 30 
DAKOTAN ........00. Oct. 12 KOTAN _.......0- Oct. 7 
VIRGINIAN ......... Oct. 19 VIRGINIAN Sede ee wew Oct. 14 
MINNESOTAN ...... Oct. 26 MINNESOTAN .......Oct. 21 
PHILA.—SATURDAYS BALTIMORE 
*PANAMAN ....... Sept. 30 AGWISTAR ........ Sept. 30 
Lakincts tA, Soe Oct. 7 HAWAIIAN ......... Oct. 14 
DAKOTAN .......... Oct. 14 OREGONIAN ....... Nov. 11 
NEBRASKAN ....... Oct. 21 NEW ORLEANS 
MOBILE MYBTIC 0. .cccccoss pt. 30 
A STEAMER ........ Oct. 21 A STEAMER ........ Oct. 28 


* Discharges direct at Bellingham, Washington. 


PACIFIC COAST TO EUROPE 
U. S&S. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 
Joint Services with 
Hamburg-American Line 


NEW YORK TO HAMBURG 


8.8. FRELIANCE ..ccccccccccccccccccccccccccccscccces Oct. 3 
8.8. FWUERTTEMBERG  ......ccceeccccecceecececceees Oct. 5 
8.8. “MOUNT CARROLL .......ccccccccccccscccccvces Oct. 12 
B.S. FREBOLUTE 2. .cccccccdeccccccccccccsccccccscvece Oct. 17 
Tele TURIN odccsccccecccccccceccccesescescecoseoes Oct. 19 
SB. “MOUNT CLINTON 2.2.2 cccccccccccccccccccccees Oct. 26 
ee re ee Oct. 31 


* Carries third-class passengers. 
¢ Cabin and third-class passengers. 
¢ First, second, third-class passengers. 


PHILADELPHIA TO BREMEN AND HAMBURG 


A STEAMER (via Baltimore) ............cccecsecescees Nov. 4 
8.8. EMDEN (via Baltimore)...........ccsjcceecceees Nov. 22 
BOSTON TO BREMEN AND HAMBURG 
8.8. CALLISTO (via Baltimore and Norfolk) ........... 3 
8.8. LIGURIA (via Baltimore and Norfolk) ........... Noe. 1 
BALTIMORE TO BREMEN AND HAMBURG 
8.8. —- Cs EEE ..5256-006400-4¥ sscwbeuuee Oct. 10 
Ei HEE Wines oc chclpehaecee see i eretnd sen cvevesionses Nov. 9 
8.8. EMDEN eS eer or ee Nov. 28 


NORFOLK AND NEWPORT NEWS TO BREMEN 


AND HAMBURG 
BB. CALLIBTO ....ccccecccvecccccccscosecccoeccvoeecs Oct. 12 


BEE oo00 05s crcneseennsensgeeciened cdwspoenyp Nov. 11 
NEW ORLEANS TO BREMEN AND HAMBURG 
BB. ANTIOCUEA .occvccsccscsscccccsccccocccceees Early Oct. 
8.8. SACHSENWALD .........cccseceeccececceeceees Late Oct. 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


U. S. Government Ships 


NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 
DR a5 5:6 006.060.0905 5005555. 00% se .00-0eeeees Oct. 16 


Steamers take cargo for Tunis, Alexandria and Syrian Ports. 


General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 
WESTERN FREIGHT OFFICE 


CHICAGO, 327 South LaSalle Street....... Phone Wabash 4891 
BRANCH OFFICES: 
BALTIMORE, Maryland Casualty Bldg...... Phone Plaza 7330 
BOSTON, 40 Central Street...........s0.. Phone Congress 3084 
CLEVELAND, 242 The Arcade............... Phone Main 2150 
PHILADELPHIA, Bourse Bldg.......... Phone Lombard 7050 
PITTSBURGH, Oliver Bldg................ Phone Grant 7431-2 
ROCHESTER, Commerce Bldg............... Phone Main 7150 
AGENTS 
IED. b.v.0:s:0000cceeieeeesvbenetonesee ke Street Brothers 
INET 1 ins wings in'e'\4-0:5-6-9:.45)a'9 oath oinmen aaa Page & Jones 
th. Se ee Richard Meyer Co.. 
IIE a i950 00 Veiciceccindwemeweei asec M. J. Hogan & Co. 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisco 
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Traffic Lesson No. 20 


Rates in Southern Territory—Twentieth Lesson in the Course Written for the Traffic World by 
Grover G. Huebner, Ph. D., Professor of Transportation and Commerce, 
University of Pennsylvania 


The region located to the south of the Ohio River and Trunk 
Line territory and west of the Mississippi is known as Southern 
Territory. The southeastern and central part of this region is 
known as “Southeastern territory”; to the north and east of this 
rate territory is “Carolina territory”; and to the west of these 
territories is “southeastern Mississippi Valley territory.” In 
order to obtain an accurate idea as to the location of these 
primary southern rate territories, the reader is referred to Map 
No. 2, Lesson No. 5, which defines the regions governed respec- 
tively by the Southeastern Freight Association, the Associated 
Railways of Virginia and the Carolinas, and the Southeastern 
Mississippi Valley Association. - 

The freight rate structures throughout southern territory 
still differ radically from those in eastern territory, although some 
of the long established features of southern rates are gradually 
being modified, if not entirely abandoned. Modifications of rates 
to and from Southeastern territory now being proposed by the 
carriers would radically change the entire southeastern rate 
structure, should they be approved by the Interstate Commerce 
Commission, and a series of recent decisions by the Commission 
has already brought about substantial changes in Carolina and 
southeastern Mississippi Valley territories. 


The Basing Point System 
One of the features of rate-making that long characterized 
the southern rate structure is the so-called basing-point system, 
under which certain points are selected as through rate bases 
and the rates to adjacent non-competitive points are made by 
adding to the through rates to these basing points the lecal rates 
from thence to destination. This system is also found elsewhere 









Origin or 


A 
Destination 


than in the south, but nowhere is it so prevalent and nowhere, 
except in transcontinental traffic, has it involved so many viola- 
tions of the long-and-short-haul principle. The southern basing- 
point system is unique in that prior to January 1, 1916, it was 
generally carried to its full conclusion even as regards inter 
mediate points. adied 


The unmodified basing-point system means that the rates to 
many points adjacent to a basing point, in any direction, are 
made by adding the local rate to the basing-point rate. In the 
accompanying diagram the rates between point A and any of the 
smaller stations surrounding basing-point B are computed by 
adding to the rates between A and.B the local rate between 
B and the smaller stations to or from which the shipment is 
being made. This applies even at the intermediate points C 
between A and B, and, since this results in higher rates “for a 
shorter than for a longer distance over the same line or route 
in the same direction, the shorter being included within the 
longer distance,” it violates the long-and-short-haul clause (sec- 
tion 4) of the interstate commerce act. 

This basing-point system has in recent years been greatly 
modified and no longer constitutes the outstanding feature of 
southern rates. The only general variations from the plan that 
were made before the Commission’s 4th section orders of April 
13 and October 13, 1914, were as follows: (1) The rates from 
eastern territory to local points in a portion of the territory gov- 
erned by the Associated Railways of Virginia and the Carolinas, 
and from eastern and western territories to a part of southern 
Georgia, were made by adding certain fixed differentials, instead 
of adding the full local rates, to the basing-point rates. (2) In 
case of single-line hauls the basing-point system was modified 
so that the rates to local points do not exceed such distance 
scales or local tariffs as may be in effect on the line. 

In the original interstate commerce act the long-and-short- 
haul clause applied only in case “substantially similar circum- 
stances and conditions” prevailed at the basing point and its 
intermediate points; and when in 1896 the United States Supreme 
Court interpreted this phrase so as to include not only water 
competition but also inter-railroad competition and market and 


industrial competition, the railroads were practically free to 
apply the basing-point system to its fullest extent. In 1919 
however, the long-and-short-haul clause was effectually amended: 
the limiting phrase mentioned above was stricken out of the act, 
and instead the Interstate Commerce Commission receives (js. 
cretionary power. The clause was again amended in the trans. 
portation act of 1920. After 1910 the railroads engaged in inter. 
state commerce were obliged to make application for relief when. 
ever they desired to continue violating the long-and-short-hay 
provision. It was necessary for them to make such appeal 
whenever they applied the basing-point system to intermediate 
points. The rulings of the Commission that followed, particu. 
larly the fourth section orders No. 3866 of April 13 and October 
13, 1914 (The Traffic World, January to June, 1914, p. 943, and 
July to December, 1914, p. 863), resulted in a radical modifica. 
tion of the basing-point system in many parts of the south. 

In may instances the Commission refused to permit the 
violation of the long-and-short-haul principle to continue. The 
result was that many former basing points are no longer used 
in that capacity so far as intermediate points are concerned. 
Atlanta, Ga., for example, although for some time the leading 
basing point in the south, was denied relief from the long-and- 
short-haul clause. The rates to Atlanta and to intermediate 
points were consequently readjusted so that the rates to inter. 
mediate points now do not exceed those to Atlanta. At the 
same time the readjustment of Atlanta rates was limited by the 
fourth section prohibition against charging a through rate in 
excess of the aggregate of intermediate rates, and by the mileage 
or distance scales which the Commission prescribed as a 
maximum. 

In other instances the Commission, in the decision men- 
tioned above, granted the desired relief from the fourth section 
clause only in part. At such basing-points the rates could con- 
tinue to be lower than the rates to intermediate points, subject, 
however, to certain limitations. The intermediate rates, although 
they may remain higher than the basing-point rate, may not 
exceed the rates for equivalent distances contained in the above- 
mentioned distance scales; or the existing rates to certain named 
points are fixed as the maximum for intermediate rates; or it 
is provided that the intermediate rates may not exceed certain 
specified rates by more than a given percentage. 

It is only at certain basing-points, principally at seaboard 
ports, that the Commisison granted the full relief asked for by 
the railroads. At such points the existing relation over certain 


. routes between the basing-point rates and intermediate rates was 


allowed to continue. Even at these basing-points the general 
proviso was made that the existing excess of the intermediate 
rates may not. be exceeded in the future except upon special 
application to the Commission. 

In addition to the direct relief extended by the Commission 
to certain basing-points, it granted relief to circuitous routes in 
what is known as the fifteen per cent rule. It provides that 
“carriers operating via circuitous routes from and to the points 
last named, whose lines exceed the length of the lines described 
in the report by fifteen per cent or more, will be authorized to 
continue to meet the competition of the direct lines at the more 
distant points and to maintain higher rates to the intermediate 
points,” subject to certain prescribed maxims. 


The carriers’ defense of the basing-point system in the past 
in southern territory has been fourfold: (1) That the lower rates 
to, jhe basing-points were necessitated by water competition m 
many instances, and by other competitive conditions in most of 
the remaining instances; (2) that these basing-point rates are 
subnormal and cannot be applied to non-competitive intermediate 
points; (3) that, although subnormal, they yield some revenue 
in excess of the additional cost of handling; and (4) that the 
intermediate rates are not unreasonably high. In general, how: 
ever, the Interstate Commerce Commission permitted departures 
from he long-and-short-haul rule only at basing-points where the 
carriers could point to substantial water competition beyond 
their control; and in addition it establshed a maximum for such 
intermediate rates as it believed to be unreasonable. 


The entire situation in the South has not been finally dis: 
posed of in order No. 3866. That order included only the basin 
points in southeastern territory (excluding Tennessee River 
points below Chattanooga) and southeastern Mississippi Valley 
territory; moreover, subsequent events show that the pasing-point 
system, even in these territories, would undergo further changes. 

A stricter application of the long-and-short-haul clause Was 
brought about in each of the following decisions: the Memphis 
Southwestern case, December 2, 1919, 55 I. C. C. 515; the Mur 
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ROCHESTER, NEW YORK 
General Storage Carload Distribution 


Members American Warehousemen’s Association and American Chain ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canali Street, near Tayler Street 
ming of E Description—City Deliv: Serviese and Garifoad 
Teaming very Sie y = ery 





CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, IIl. 


Sprinkled Warehouses in the heart of the 
Freight Terminal District. 


Merchandise Storage and Distribution Specialists. 





MUSKOGEE, OKLA. | 








Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


WACO, T : 
——_ THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


TOLEDO, OHIO 
The Toledo Terminal Warehouse Co. 


928-930 GEORGE STREET 
TOLEDO, OHIO 


STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 








POOL CARS 


RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 Empire Building, PITTSBURGH, PA. 
Established 1910 Phone 1574 Smithfield. 
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SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CQ. 


Personal Service Quiek Despatch 


SALARIES 


E. xX Pp O R T $3500 to $7500 
The d for trained men is great. Y 
MANAGERS 23: salt 


nificent earnings. 
PREPARE NOW 

In your spare hours, in your own home you can master the principles of export 

and quits for one of these splendid positions. The training is thorough and 

complete. Send for full information today. Now! AMERICAN COMMERCE 

ASSOCIATION, 4043 Drexel Blvd., Dept. 29-D, Chicago, III. 


The Logical Distributing Point 
for the Southwest 


General Merchandise, Furniture and Household Goods, 
Storage and Forwarding. 


Light and Heavy Hauling. City Deliveries, Etc. 
Motor Equipment. 
Pool Car Distributing and Forwarding. 
Free Switching on Carload Lots. 


Caddo Transfer and Warehouse Company, Inc. 


615 Market Street, Shreveport, Louisiana 


Immediately we receive advice from you of the forwarding 
of a shipment your interests then become our interests. From 
that time until final delivery is made to your customer 
ae — is done by us to see that you are given 

anxiet; 

ne gatisfaction rm the unwritten word over every door in our 


warehouse. It becomes your portion when your goods pass 
— those 


doors. 
re is no alternative for us—nothing less will do. You 
must. be satisfied! 


ch 


- et “, e : ar 


UNITED STATES SHIPPERS! 


Avail Yourselves of the Efficient Modern 


Warehouse and Distribution Service 
of the 


National Cartage & Transfer Co., Ltd. 


VANCOUVER, CANADA 


EXCHANGE RATES NOW FAVOR EXPORTATION 
OF U. S. GOODS TO CANADA AND A REVIVAL 
OF CANADIAN TRADE IS IN PROGRESS. 


We will materially assist you in establishing and building up a 
profitable and growing business in the Canadian Northwest. 


CONNECTIONS THROUGHOUT CANADA 
Chicago Representative — Burkhart Warehouse Service 
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freesboro Case, December 8, 1919, 55 I. C. C. 648; the Meridian 
Case, February 10, 1920, 57 I. C. C. 107 and June 25, 1922, 62 
I. C. C. 179; the North Carolina Case, May 18, 1920, 57 I. C: C. 523 
and June 7, 1921, 62 I. C. C. 64; and “Rates to, from and be- 
tween points south of the Ohio River, including the Mississippi 
Valley,” October 10, 1921, 64 I. C. C. 107 and November 15, 1921, 
64 I. C. C. 306. Many of the rate centers which, in the past, 
were approved as basing points because of water competition 
are no longer permitted to be basing points to the extent of 
violating the long-and-short-haul clause at intermediate points, 
nor are the carriers, in all instances, permitted to add the full 
local rate to the basing-point rate in arriving at rates for smaller 
points which are not intermediate. ( 

The proposals now being made by the carriers in the Com- 
mission’s “southeastern class rate inquiry” would, if adopted, 
virtually “wipe out the remaining vistage of the old basing-point 
system.”* They purpose the adoption of a class rate “scale 
based on, but not unyieldingly governed by, mileage.” Not only 
would this displace the basing-point system, but it would also 
destroy other long standing features of the southeastern rate 
structure. The Ohio River would no longer constitute the divid- 
ing line between the C. F. A. territory and the southeast in rate- 
making, nor would Baltimore or the Virginia Cities constitute 
border points in making rates between the southeast and trunk 
line or New England points. Instead, joint rates would apply 
direct between Chicago, New York and other northern points 
and Atlanta and other southeastern points. The carriers propose 
“To make mileage fundamental in the new plan of intraterri- 
torial rates .’ and “to have a general observance of the 
principle of the fourth section. There would, however, be some 
technical violations, due to a continuance of long established 
group relationships, intraterritorial, which might have some 
slight reflex in the interterritorial rates.+ 


Southeastern Territory Rates 


The rate structure governing shipments between southeast- 
ern territory and points in Trunk Line, New England and C. F. 
A, territories may undergo widespread revision as a result of the 
southeastern rate inquiry now being made, particularly if these 
proposals of the railroads should be adopted. As in Mississippi 
Valley territory, as the result of decisions by the Interstate 
Commerce Commission, the tendency appears to be in the direc- 
tion of revising rates to what is termed a “dry land basis.” 
Until this is accomplished, however, the existing southeastern 
rate structure requires description. 

One of its features is the extent to which it is governed by 
coastwise water competition. The “south Atlantic ports” from 
Charleston, S. C., to Savannah and Brunswick, Ga., to Jackson- 
ville, Fla., are connected with the north Atlantic ports by water 
transportation services, the rates of which have exerted a wide 
effect upon the charges of the railroads. The railroads are 
directly concerned both as regards their all-rail rates and the 
rates over the combined rail-ocean routes which extend to south- 
eastern points. 

The governing rates between the north Atlantic ports and 
southeastern territory are, with few exceptions, those via the 
ocean-rail routes from Baltimore; and these are determined in 
a large measure with reference to the coastwise water rates 
from Baltimore to the south Atlantic ports. Those to Charleston 
are certain differentials below the Savannah ocean-rail rates, 
and those to Jacksonville and Brunswick are certain differentials 
above the Savannah rates. The Interstate Commerce Commis- 
sion’s fourth section order No. 3866, referred to above, resulted 
in dividing southeastern territory into differential and non- 
differential territory. The former includes the south Atlantic 
ports and also interior points such as Augusta, Macon, Columbus 
and Eufaula, the rates of which may be lower than to inter- 
mediate points because of the direct influence of water competi- 
tion. The latter includes Atlanta and also points such as Athens, 
Cordale, etc., the rates of which may be no higher than to inter- 
mediate points. The rates to interior southeastern points within 
differential territory are lower than tot Atlanta and are based 
directly upon the rates to the south Atlantic ports. 

The position of Atlanta continues to be basic for a large 
section of southern territory. The rate to many important com- 
petitive railroad centers or common points within so-called 
Atlanta subterritory are fixed with reference to the Atlanta 
rates. Atlanta has an exceptional control over southern rates, 
because it is so located that the lines extending into the South 
from Baltimore and the northeast there intersect those extend- 
ing inland from the south Atlantic and Gulf ports. Atlanta, 
moreover, is in the center of the eastern cotton belt, and is 
equally distant from Savannah and Charleston through which 
the principal rail-ocean routes connecting the eastern and 
southern railroad territories operate. 

The southeastern rate structure which became effective Jan- 
uary 1, 1916, as a result of the Commission’s fourth section 
order No. 3866; begins with the specific class and commodity 
rates which were provided from Baltimore via rail-and-water to 
southeastern differential territory and via rail-and-water and all- 





*Statement by Mr. D. M. Goodwyn, Louisville & Nashville Railroad. 
tSee Traffic World, May 27, 1922, p. 1169. 
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rail to Atlanta and other points in non-differential territory, 
The Baltimore rates are basic. The rates from Washington, p, 
C., and Alexandria, Va., the Potomac gateways, were then made 
the same as the rail-and-water rates from Baltimore to differep. 
tial territory, and the same as the Baltimore rail-and-water ang 
all-rail rates to non-differential territory. The rail-and-water 
rates from Philadelphia and New York to southeastern territory 
were next made by adding differentials ranging from 7 to 3 cents 
per 100 pounds to the Baltimore rail-water rates, and those from 
Boston and Providence by adding differentials ranging from 5 to 
2 cents to those in effect from New York. The all-rail rates 
from the north Atlantic ports were based upon these rail-and- 
water rates, differentials ranging from 12 to 5 cents being added 
to them. 

The next step in the established rate structure was to make 
the all-rail rates to southeastern territory from interior eastern 
points. Those from many interior eastern points were made the 
same as the all-rail rates from the north Atlantic ports. This is 
the case where the rate divisions or specifics of the railroads 
extending to the Potomac gateways (Washington, Alexandria, 
Potomac Yards, Shenandoah Junction, Strasburgh Junction and 
Hagerstown) are the same as the rail specifics from the ports, 
The all-rail rates from interior points, whose rail specifics to the 
Potomac gateways are not the same as from the ports, are 
higher than the rates from the ports by the amount of the 
difference between their respective specifics to these gateways. 
There are certain exceptions to this general rule regarding rates 
from interior eastern points. Since January 1, 1916, the rates 
from various points such as Albany, Rochester, Syracuse, Troy 
and Ithaca to Chattanooga and other southeastern points on and 
north of the Memphis division of the Southern Railway may not 
exceed the combination of the standard all-rail rates to Ohio 
River crossings and Lexington or Winchester, Ky., plus the 
rates from there to destination. 

The general rules regarding rail-and-water rates from in- 
terior eastern points to southeastern differential territory was 
that they were made certain differentials (4 cents to 1 cent) 
less than the all-rail rates. Those to southeastern non-differen- 
tial territory were made the same as the rates in effect via the 
all-rail routes. 

Since the establishment of this southeastern rate structure, 
effective January 1, 1916, the actual rates charged and also differ- 
ential relationships have undergone changes. Effective Septem- 
ber 1, 1917, the differentials of rail-and-water rates under all-rail 
rates from the eastern ports to southeastern territory were 
voluntarily modified by the carriers to amounts ranging from 
6 to 2 cents for different classes of traffic. Further changes 
resulted from the general percentage rate advances enforced by 
the Director General of Railroads in 1918 and by the Interstate 
Commerce Commission in 1920. The changes in the differentials 
of New York and Philadelphia over Baltimore and of Boston and 
Providence over New York, resulting from general rate advances 
and from the recent general decline effective July 1, 1922,t how- 
ever, were merely accidental, i.e., they are a result of applying 
a general policy of advancing the entire level of freight rates by 
specified percentages. The general southeastern rate structure 
or rate relationships are primarily as determined in 1916. 


The Ohio and Mississippi River Southeastern Adjustment 


Although local rates from C. F. A. territory to the upper 
Ohio River crossings are different from those to tht lower cross- 
ings, the rates on traffic moving through the Ohio crossings to 
southeastern points. are so arranged that the traffic, subject to 
certain exceptions, can move on equal terms via any of the 
crossings. The Ohio crossings are rivals for the through busi- 
ness and the shipping points of the central West are the rivals 
of those located on or near the Atlantic seaboard. 

The following adjustment was therefore made: (1) The 
rates are generally the same from the Ohio River crossings— 
Cincinnati to Cairo—to southeastern territory, excepting that 
from Cincinnati to Montgomery subterritory the rates are cel- 


tain differentials above the rates from Louisville, i. e., to cer . 


tain points Cincinnati is given different rates than Louisville 
and other lower Ohio crossings. 

(2) The rates from the Ohio crossings to Atlanta are, with 
some exceptions, based upon the rail-and-water rates from Baltl 
more to Atlanta; indeed, they were in most instances equal to 
these Baltimore rail-and-water rates for some time. Rates from 
the Ohio River crossings to a large part of the southeast are 
made with reference to the Atlanta rates. 

(3) Rates from Ohio crossings to the south Atlantic ports 
are lower that the Atlanta rates because they have been more 
directly subject to water competition. They are, moreover, 
blanketed to all the south Atlantic ports—Charleston to Jack 
sonville, inclusive. 

(4) The rates from the Mississippi River crossings to south- 
eastern points are made largely, although not entirely, with 
reference to the Ohio River crossing rates. Those from St 
Louis are certain differentials above the Ohio crossing rates, the 
basic rates being those of Louisville. Those from Memphis are 





tReduced Rates, 1922, May 16, 1922, 68 I. C. C. 676. 
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It is axiomatic that the experienced servant is the 
best qualified one. 


Thirty-eight years as foreign freight forwarders 
enables us to say ‘‘We can serve you efficiently and 
well.” 

Established 1884 


D. C. ANDREWS & CO., Inc. 


27-29 Water Street, New York 


Boston Office Philadelphia Office 
92 State Street 788 Drexel Building 


INLAND MARINE CORPORATION 


Provides 


Low All- Water Freight Rates 
The New York State _Barge Canal Route 


New York Harbor Points 


oO 
Buffalo, N. Y. Detroit, Mich. Milwaukee, Wis. 


fa = 
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Cleveland, Ohio Duluth, Minn. St. Paul, Minn. One . six days sa ved in deliveries 


Chicago, IIl. Minneapolis, Minn. St. Louis, Mo. 


-- lo Southwestern lerritory 


ruin sctacrctwin | ADAMS TRANSFERSSTORAGE G. 


NEW YORK CITY, 15 Moore St... . . Tel. Bowling Green 3516-9 228-S3G WEST FOURTH STREET 
UFFALO, N. 


eo» 522 Ellicott Uuare «© © © © © 


MINNEAPOLIS, 20 Builders’ E: mge .. +. Tel. I atinmtte 0588 MERCHANDISE STORAGE oy FORWARDING 


CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. New York Offices, 90 West St., New York 
B 6 Covin, Prete it, 90 West Street, . A. Freight Manager, 96 W treet, N 
R. D. UPHA First Vice — 90 Woot Barect, New York. rE a BnaNev, ne ee Freight and Traffic oe 90 Wee Ber Street, New 
0. E. THURBER, Second Vice-President, 90 West Street, New York. 
om, %. te ELL, Third Vice President, in charge of Operation and Trafie, 4. GOOKMAN BOYD, General Counsel, Builders’ Exchange Bidg., Baltimore, 
wu. B. HERSLOFF, Treasurer, 80 West Street, N diy al ELLEY, General Auditor, 90 West Street, New we 
aw. s. W HITNEY, Secretary, 90 West Street, New ¥. CONNOR: Superintendent, Wagners Point, Baltimore, Md. 


THOMAS KEARNY, General Solleiton” so West Street, New York. 
EXTENDS FROM WAGNERS POINT TO CURTIS BAY 
The Chesapeake & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., is in a position to receive all foreign freight destined to interior 
ports and to take care of outgoing freight for foreign countri: 


This company maintains a AA. of shipments to and from the industries located on its line. The territory covered by this railroad 
offers superior sites for the ‘ocation of industries of qvery Gene ——- Individuals and corporations contemplating the — of business enterprises are invited to 
sorrespond with Samuel J. Nathan, 80 West Street, New York City. Maps and full information concerning available property will be promptly furnished. 

Mileage at present AR... , miles; additional under ruction. 


const 
Lighterage connection with all coast’ coastwise lines out of Baltimore for seaboard ports. 
tidewater deli 


Diants 
CONNECTION! Ae, Clinton Bivest wi the Pennsylvania Railroad vis float at Wagners Point, Cc. & C. B. B. B. to Curtis Bay. At Port Covington with the Western 
Marviend vis Sost to Oe Te cst Bead. nee loa ean le ,~y 44-47, - ch at Wagners Point. ‘Turough connections vie 

to all’ pointe ‘Bast West, Nest’ and Gouth. Industries on our line have the advantage of fiat Baltimore rate. 


200 COPIES of 


THE INTERPRETATION OF TARIFFS 


By R. R. LETHEM 
Methods of figuring freight rates, of all kinds, described and clearly illustrated by 


numerous concrete examples. Pocket size, 150 pages, 26 chapters. 


This is the remnant of an edition, hundreds of copies of which were sold at $1. 
While the 200 last they will be sent, postpaid, for 


50 CENTS EACH 
THE TRAFFIC SERVICE CORPORATION, . 418 South Market Street, CHICAGO 
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likewise made with relation to the Louisville rates, certain 
differentials being deducted. Prior to the readjustment of Jan- 
uary 1, 1916, the rates from New Orleans to the southeast were 
with some exceptions, the same as from Memphis, but they have 
been revised since then, and are adjusted mainly with relation 
to Louisville rates. 

(5) The rates outlined from southern territory via the Ohio 
and Mississippi crossings are made in accordance with the same 
general principles followed in adjusting rates into the south, 
but there are more exceptions in the outbound rate structure. 
The rates on some of the principal outbound commodities, such 
as cotton, lumber, iron, fruit and vegetables, instead of being 
made by combination on the rates to and from the river cross- 
ings are, in many instances, through rates fixed at such level 
as is required to enable their shipment to the great markets of 
eastern and western territories. 

The rates from Nashville, Tenn., to southeastern territory 
have also been adjusted with reference to the rates of Louis- 
ville. Three sets of differentials deducted from the Louisville 
rates determine the rates from Nashville, respectively, to Atlanta 
Macon and Columbus, Ga., to Birmingham, Ala., and to the south 
Atlantic ports. 

The reader is reminded that radical changes throughout the 
southeastern rate structure may result from the inquiry now 
being made by the Interstate Commerce Commission. Not only 
do the carriers propose to abandon the basing-point system for 
the most part, but also to substitute joint rates from C. F. A 
territory for the many combinations now made at the Ohio River 
crossings, and to readjust some of the relationships now existing 
between important rate centers or rate groups. 

The rate structures prevailing in Carolina territory, Virginia 
Cities territory, and southeastern Mississippi Valley territory will 
be included in Lesson No. 21. 


oe 
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The Independent Warehouse Company of New Orleans has 
announced the appointment of C. A. Torrence, as manager of 
the company, effective October 1. Mr. Torrence was formerly 
foreign freight agent of the Gould Railroad Lines, Chicago, as- 
sistant freight traffic manager of the United Fruit Company at 
New York and New Orleans, and recently traffic manager of the 
Steele Steamship Lines, New Orleans. 

The National Petroleum Marketers’ Association has retained 
the American Traffic Service, Incorporated, Chicago, to take 
charge of traffic matters. 

Le Roy Hatfield has been appointed general agent of the 
New York, New Haven & Hartford Railroad Co., at New Haven. 

The Inland Steamship Company has opened an office in At- 
lanta, Georgia. Mr. P. G. Doonan has been appointed general 
agent. 

The Philadelphia & Reading Railway Company announces 
the appointment of Richard C. Campbell, assistant general 
freight agent, Philadelphia, and Roy E. Burnett, southern freight 
agent, Atlanta. Mr. Burnett succeeds S. W. Wilson, promoted. 

C. F. Downer, formerly with the L. E. & W. Railroad at In- 
dianapolis, has taken a position with the Van Camp Hardware 
& Iron Co., as assistant general traffic manager. His brother, 
“Bob” Downer, is traffic manager of the company. 

M. R. Scanlon has been appointed general agent of the 
Green Bay and Western Railroad Company, Kewaunee, Green 
Bay and Western Railroad Company, Ahnapee and Western 
Railway Company, at Toledo, Ohio. 

The P. & N. Railway Company has opened an office at At- 
lanta, Georgia, in charge of W. E. Atkinson. 


Ray W. Clarke, attorney examiner for the Commission, in 
charge of matters relating to public convenience and necessity 
and acquisitions of control, has filed his resignation, effective 
October 31. He will resume the practice of law in Washington. 

Henry Visscher, treasurer of the Kansas City Southern 
Railroad in Kansas City, died Thursday, September 21, after a 
lingering illness. 


The office of assistant to the president of the Grand Trunk 
Railway, Toronto, Ont., will be abolished October 1. G. C. Jones 
will be attached to the Toronto office until further notice. 


DOINGS OF THE TRAFFIC CLUBS. 


The Traffic Club of St. Louis resumed its weekly luncheons 
September 25 at the Statler Hotel. A. D. Aiken, former presi- 
dent of the club, addressed the members on the subject of 


“Trend of Time.” A nominating committee composed of ten 
members was elected. 


The Denver Commercial Traffic Club resumed its regular 
monthly meetings, Wednesday night, September 20, with a din- 
ner at the Oxford Hotel. 
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The annual meeting and dinner of the Railway Business 
Association will be held at the Commodore Hotel, New York, 


The fall outing and dinner of the Transportation Club of 
Louisville was held at the Audubon Country Club Thursday 
afternoon and evening, September 28. 


The Transportation Club of Tulsa, Oklahoma, will resume 
its monthly meetings October 8. A drive for new members wil] 


start October 1. It is hoped to increase the membership from 
170 to 250. 


INTERLOCKING DIRECTORATES, ETC. 

S. Ennes, C. W. Coe, J. G. Stidger, C. E. Bahl, W. H. Hender. 
son, F. P. Barr, W. L. Rohbook, P. K. Soffel, W. W. Griswold, 
Andrew P. Martin, Frank S. Whitcomb, P. J. Bickel, C. C. Owens 
and H. W. Goss have been authorized to hold a directorship or 
any office or offices with the Wheeling & Lake Erie Railway 
Company, Lorain & West Virginia Railway Company, Toledo Belt 
Railway Company, Zanesville Belt & Terminal Railway Company 
and Sugar Creek & Northern Railroad Company. 

William T. Hancock has been.authorized to hold office as 
director, vice-president and traffic manager with the Gulf ¢ 
Northern Railway Company and director, vice-president, general 
manager and traffic manager with the Beaumont & Saratoga 
Transportation Company. 

C. A. Howe and D. W. Summerfield have been authorized by 
the Commission to hold a directorship or any office or offices 
with the Pittsburgh & West Virginia Ry. Co., West Side Belt R. 
R. Co., Pittsburgh, Akron & Western R. R. Co. and State Line 
‘Connecting Ry. Co. 


YORK SWITCHING LITIGATION 


The Trafic World Washington Bureau 


The Pennsylvania Railroad Company has asked for an in- 
junction against the enforcement of the Commission’s order in 
No. 11455, Manufacturers’ Association of York, Pa., vs. Pennsyl- 
vania et al, (73 I. C. C. 40-53, Traffic World, August 19, p. 387), 
on the ground that the order, effective, by means of a supple- 
mental order, December 6, is in contravention of the fifth 


amendment to the Constitution as a taking of property without | 


due process of law. 

The petitioning company, in its application to the district 
court for the middle district of Pennsylvania, averred that 
neither the interstate commerce act nor any other law forbids 
railroads to accord to each other limited trackage facilities such 
as those described in the complaint of the manufacturers’ asso- 
ciation and that therefore the order of the Commission was 
without legal warrant; and that the order was illegal in that it 
required the Pennsylvania either to accord trackage rights to 
the Western Maryland on all its lines in York, or to withdraw 
those it has accorded and to lose those which the Western 
Maryland has accorded to it. Exercise of either part of the al- 
ternative, the Pennsylvania said, would take its property with- 
out due process of law. It also asserted the order was illegal 
in that it was not restricted to interstate commerce. 

According to the petition of the Pennsylvania it would be 
deprived of means of reparation even if it should be required, 
temporarily, to comply with the order, since it would be put to 
the alternative either of extending the use of its terminal facil- 
ities to the Western Maryland, without consequent loss of traf: 
fic, or of losing its trackage privilege on the rails of the West- 
ern Maryland within the limited portion of York in which it has 
such privileges, also with a consequent loss of traffic. It said 
such losses would not be recoverable in a court of law, under 
the common law, hence its resort to a court of equity to pre 
vent it. 

The Pennsylvania, in its petition, quoted from the report of 
the Commission in which the regulating body said “it has not 
been shown to be in the public interest to require the use of the 
terminal facilities or main-line tracks of the Pennsylvania at 
York by the Western Maryland” as a foundation for its claim 
that the order of the Commission does order the doing of the 
very thing the Commission said had not been shown to be 2 
the public interest. The Commission held that “the practice of 
the Pennsylvania Railroad and the Western Maryland of ex 
tending to the other the use of its tracks to effect terminal re 
ceipt and delivery of carload freight at industries within a lim 
ited zone in York” was “unduly prejudicial to shippers in York 
without the zone.” 

The case is expected to be of unusual interest because the 
Commission said that while the contract between the two rail 
road companies was for interchanging freight, the practice was 
for the engines of each to go upon the rails of the other. 

Commissioner Potter said the practice was the only matter 
with which the Commission ‘could deal. He said the practice 
was that observed under trackage agreements or arrangements 
from which no advantage or disadvantage, condemned by the 
law, could arise. Therefore he did not agree with the dispos! 
tion of the case made by his colleagues, in a report written by 
Commissioner Aitchison. 
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ea “Ship by Water” 


PROMPT, REGULAR SERVICE. VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


New York, “Beilicnere 
Norfolk, Philadelphia 


ioe bills of lading issued to 
San Diego, Oakland, Stockton, and ~~ Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays Harbor 
and Puget Sound Ports, Wash. ; Vancouver and Victoria, B.C. 


For rates, Dates of Sailing and other iedenitiben apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone, Bowling Green 7394 


Baltimore, Md. _‘ Philadelphia, Pa. Pittsburgh, Pa. Cleveland, Ohio 
39 South St. Drexel Bldg. Oliver Bldg. Marshall Bidg. 


And at our Branch Offices at ports of call, etc. 
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LOS ANGELES PORTLAND 
SAN DIEGO ASTORIA 
SAN FRANCISCO SEATTLE 
OAKLAND TACOMA 
VANCOUVER 


















NORTH ATLANTIC AND WESTERN S. $. 0. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So. 4thSt. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adams St. 


o ADMIRAL LINE Pacific Coast Ports 
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New York-Baltimore-San Francisco 


























VIA PANAMA CANAL 


PASSENGER AND FREIGHT SERVICE 
Calling at Manzanillo, San Jose de Guatemala, La Libertad, Corinto, Canal Zone, 
Havana, Baltimere, Norfolk, New York, and Philadel phia 


WESTBOUND SAILINGS EASTBOUND SAILINGS 
New York oct f Norfolk San Francisco ee 


— PAULA, Oct. 7 


° Oct. 5 VENEZUELA Oct. Oct. 
LOMBIA Oct.17 Oct.11 ...... SANTA CLARA, Oct. 4 Oct. 22 
Oct.26 Oct. 28 


SANTA MALTA, Oct. 28 oct: au Oct.26 ECUADOR 
Thereafter 


every 10 days 





OFFICES: 
ee Hoge Building Norfolk . . Southgate Fwd. & Stg. 
Baltimore . Continental Building Cleveland . - 613 Engineers Bldg. 
Pittsburgh ...... Century Bldg. 


PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and Canal Zene 
S.S. CUBA sails from San Francisco Oct. 17 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover a. New York 508 California St., San Francisco 
So. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Hongkong and Manila 


Pi r and Freight Sailings by New and Luxurious U. S. 
Shipping rd Liners: 


S.S. President Pierce (Ven) . . . Sails Oct. 3 
§.S. President Cleveland («SS -) sails Oct. 14 
S.S. President Wilson («capi Sue) . Sails Nov. 2 
§.S. President Taft . . . . . sails Nov. 16 


and i every 14 days thereafter 
Through bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP CO. 


508 California St., San Francisco 10 Hanover y me New York 
503 So. Spring St., Alexandria Hotel, Los Ange 


Managing Agents: U. S. SHIPPING BOARD 


ROUTE YOUR CARGO VIA 


Mobile Gulfport:Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 
We Solicit General Cargo 
LIVERPOOL AND CARDIFF 

Sailing from Gulfport, Sept. 28 
“U.S.8.B.” 8.8. ANTINOUS.......... 





Sailing from Pensacola, Sept. 30 
Sailing from Mobile, Oct. 5 


LIVERPOOL AND GREENOCK 


or ” Sailing from Gulfport, Oct. 2 
U.S.S.B.” 8.8. WILDWOOD......... f ee ee ee ae 


LIVERPOOL AND MANCHESTER 
“U.S.S.B.” S.S. MAIDEN CREEK..... Sailing from Mobile, Oct. 30 


LIVERPOOL 
“U.S.S.B.” S.S. COAHOMA COUNTY.. Sailing from Mobile, Nov. 15 


LONDON AND NEWCASTLE 


Sailing from Gulfport, Oct. 16 
“U.8S.S.B.” S.S. EFFINGHAM......... Sailing from Pensacola, Oct. 19 


Sailing from Mobile, Oct. 25 


LONDO 
“U.S.8S.B.” S.S. CLAVARACK........ Sailing from Mobile, Nov. 15. 


HAMBURG AND BREMEN 


“UJ.S.S.B.” S.S. AFOUNDRIA......... Sailing from Pensacola, Oct. 22 
U.5.8.B.” 8.8. AFOUNDRIA , Sailing from Mobile, Oct. 30 


HAMBURG AND BREMEN 
TB” BB: REIN o ooc.o0 0c cltwewesss Sailing from Mobile, Nov. 15 


Waterman Steamship Corporation 


“Operating United States Government Ships” 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 


of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
blems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
si Traffic Service Corporation, Colorado Building, Washington, D. C 


* 





°, 
oe 


Combination Rates—Application of Jeffersonville, Indiana, Rates 
from Cincinnati, Ohio, on Traffic Moving to Destination Car- 
ried in F. L. Speiden’s Tariff 1-D, I. C. C. 1255. 
Ohio.—Question: Sometime ago there appeared in the Ques- 

tions and Answers column of the Traffic World, reference to the 

application of Jeffersonville rates from Cincinnati to southern 

destinations in accordance with item 315, carried in F. L. 

Speiden’s Freight Tariff 1-D, I. C. C. No. 1255. 

Please advise if this matter has been presented to the Inter- 
state Commerce Commission at any time and a decision rendered 
in connection therewith. If so, kindly inform us as to decision 
reached. 

Answer: ‘The article to which you refer was published as 
answer to “Ohio,” page 158, Traffic World of January 21, 1922, 
and later in answer to “Alabama,” page 332, issue of February 
11, 1922. We have no knowledge of any decision of the Inter- 
state Commerce Commission, wherein the application of the 
above provision has been considered. 


Sale of Goods—Disposition of Excess Over Freight and Storage 
Charges. 


Maryland.—Question: In your September 16, 1922, issue 
in the Question and Answer column, you answered the question 
propounded by “New York” in regard to owner liable for balance 
of storage charges where amount realized from sale is less than 
charges, and this naturally gives rise to the question as to what 
disposition should be made of any amount received in excess of 
the accumulated freight and storage charges where the goods 
may be sold in accordance with the law. 

For instance, a railroad company turns over to a public 
warehouse a lot of unclaimed freight with transportation charges, 
which charges are paid to the railroad company by the warehouse 
and the owner not being located the goods are subsequently 
sold for a sum in excess of the transportation charges and the 
storage charges assessed by the warehouse. What disposition 
should be made of this such amount? Should it be retained by 
the warehouse company or the entire amount paid to the railroad 
company and the railroad company to in turn reimburse the 
warehouse company for the amount advanced and their storage 
charges? 

If you can cite any court decisions on this matter, would 
be glad to have the benefit of same. 

Answer: As to goods stored by a railroad company on its 
premises and sold for charges, statutory provisions governing 
the sale thereof in excess of the accumulated freight and storage 
charges. For instance, under the provisions of the statutes of 
South Carolina the surplus shall be held for 5 years after the 
sale, at the end of which time if the amount is not claimed it 
shall be paid into the state treasury. 

While a carrier is in no way justified in abandoning goods 
refused or unclaimed it seems generally to be recognized by the 
authorities that the law enables him to terminate the relation of 
warehouseman and so to exempt himself from responsibility by 
giving him the right to warehouse the goods. When this is done 
the carrier is no longer liable in any respect and if they are 
subsequently lost by the negligence of the warehouseman the 
carrier is not liable. See Tarbell vs. Royal Exchange Shipping 
Co., 17 N. E. 721 (N. Y.); Model Mill Co. vs. Carolina, etc., R. Co., 
188 S. W. 936. 

The proprietor of a warehouse has a lien on the stored goods 
for the storage charges, not only as a matter of common law 
right, but also under statutes relating to the operation of ware- 
houses, and this lien may extend to “back charges” of a common 
carrier who placed the goods in the warehouse. Alden vs. 
Carver, 81 Am. Dec. 430. 

It would appear, therefore, that if the goods are turned over 
to a public warehouse by the railroad company, any amount in 
excess of the freight and storage charges may be retained by the 
warehouse company for account of the owner of the goods or 
disposed of in accordance with statutory provisions, if any. 
Delay Caused by Seizure Under Judicial Process. 

llilnois—Question: One of our clients purchased a car- 
load of potatoes from a farmer, who hauled them to town and 
loaded them into a car. When the purchaser asked the railroad 
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agent for a bill of lading, the agent said the bank told him they 
had a mortgage on the crop of potatoes and that the shipper had 
not paid them and not to issue a bill of lading. Later in the 
day when the shipper, in the presence of witnesses demanded 
a bill of lading and the railroad agent having not been served 
with any attachment, issued one, but did not move or bill out 
the car until two days later, still holding the car so the attach. 
ment could be served and only farwarded car after the bank 
informed him that the matter had been settled. Although agent 
says the sheriff threatened to serve him with attachment on the 
car, no attachment was actually served. 

The three days delay at origin resulted in a big decline ip 
market at destination that would otherwise not have occurred 
but for the delay. 

Did the agent act within his authority in detaining the car 
at his station, no attachment being actually served? Under- 
stand the bank told the agent to let the car go out, only after 
shipper finally informed the bank he would abandon the ship. 
ment if they did not serve the attachment or delayed the car 
longer. 

Answer: While a carrier is not liable for delay caused by 
seizure of goods under judicial process, where the service is, 
however, not legal the carrier is not excused for any unreason- 
able delay resulting from such service. Baldwin vs. G. N. Ry, 
Co., 88 N. W. 986. 

In the instant case it is our opinion that as no attachment 
was actually served the carrier was not justified in holding the 
goods at point of origin and refusing to issue a bill of lading, 
and that recovery can, therefore, be had for any damage result- 
ing from unreasonable relay. 


Damages—Measure of. 

Minnesota.—Question: In the Traffic World issue of August 
26, 1922, page 466 under heading “Damages—Measure of,” you 
quote these citations, C. R. I. P. Ry. Co. vs. Broe, 886 Pac. 441. 
This should be Vol. 86. You also quote C. C. M. & O. vs. Payne, 
S. W. 366. This appears also to be an incorrect citation. 

Answer: The citation to the case of C. C. M. & O. vs. Payne, 
38 S. W. 366 is incorrect, the proper citation is Texas & Pac. vs. 
Payne, 38 S. W. 366. 


Application of Classification To L. C. L. Shipments Not Packed 
in Accordance Therewith. 


Wisconsin.—Question: Under Rule 5, Consolidated Classi- 
fication No. 2, what class would be applicable on an article, not 
boxed or crated, other than liquid, on which the classification 
provides the fourth class when in boxes or crates? 

Shipment in question consisted of empty old tin cans, not 
worn out, shipped loose in car. Shipment weighed 6,500 pounds 
and car was loaded to full visible capacity. 

Answer: We find no rating provided in the Consolidated 
Classification on less than carload shipments of old tin cans, not 
worn out, shipped loosely in the car. If they were tied in 
bundles, Rule 5 would authorize (in Western Classification Terri- 
tory) first class rating thereon, ie., three times higher than 
when packed in boxes or crates. 

Item 6, page 114 of the Classification, however, provides 4 
carload rating on tin cans, loose, with minimum weight of 14,000 
Ibs., subject to Rule 34. Since the Interstate Commerce Com- 
mission in numerous cases has held the nature of the “tender” 
of the shipment will determine whether it is to be handled and 
rated as a carload or a less than carload shipment, it depends on 
how your shipment was tendered and handled, whether the 
carrier may assess the carload rate on this shipment. It 1s 
clear, under Rule 15, Section 1, that it may not exceed the car- 
load rate. 

If the circumstances surrounding the shipment are such as 
to clearly indicate a shipment of a less than carload character, 
the carrier is without a published rate to apply, and if it has 
collected no charges, would have no action against the shipper: 
If it has collected charges, and the shipper is not satisfied, he 
may complain to the Commission who will determine what would 
have been a reasonable charge to apply, and if less than charged, 
reparation will be awarded. Memphis Freight Bureau vs. K. C. 
e, Lt, » €. €, Soe 


Minimum Weight in Excess of Amount that can be Loaded 
into Car. 

Massachusetts.—Question: The tariffs of “A” Railroad carry 
provision for the minimum carload weight of steel borings al 
turning as 56,000 pounds. If-a shipment loaded in gondola car 
and loaded to its full visible capacity amounts to only 45,000 
pounds, can the railroad assess charges on 56,000 pounds at the 
carload rate, or should correct charges be based on 45,000 pounds: 
Are shippers compelled to build up the sides and ends of a car 
to enable the car to hold the required minimum weight? 

Answer: That the carrier is obliged to collect charges 
the basis of its published tariff rate and minimum weight 's 
specifically provided in the Interstate Commerce Law. It must 
collect according to the terms of its published tariff until that 
tariff has been changed. 

The Interstate Commerce Commission consistently condemns 
as unreasonable, however, a minimum weight that is greater 
than the amount of the commodity which can be loaded into 
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the car furnished, where such minima are not graduated ac- 
cording to specified sizes. Dallas Cooperage & Woodenware 
Company vs. G. C. & S. F., 45 I. C. C. 468; Swastika Fuel Com- 
pany vs. T. & S. F., 49 I. ©. C. 588; Armour Grain Company vs. 
Director General, 58 I. C. C. 308; Armour Grain Company vs. 
Director General, 63 I. C. C. 369. 

In Tull & Gibbs vs. N. & W. Railway Company, 55 I. C. C. 
17, the ommission held that “Where there is a uniform maximum 
for all cars of all lengths, the carrier is not required to furnish 
a car of any specified length, but is under the duty of establish- 
ing a minimum weight that can be reasonably loaded into a 
car of the size furnished.” 

In Hanover Creamery Company vs. Director General, 59 I. 
C. C. 444, the Commission held that “the tariff rule in which 
minimum weight was published, was unreasonable in that it did 
not provide that where car furnished will not accommodate the 
minimum specified in connection with its rates, the minimum 
shall be the visible capacity of the car furnished.” 

As to requiring the shipper to cooper cars so they may then 
hold the minimum weight required by the tariff, in the case of 
“Dunnage Allowances,” 30 I. C. C. 538, shippers contended that 
as to their commodities, it was frequently necessary to use dun- 
nage in order to enable them to load the car to the minimum 
and that they should have an allowance for expense of thus 
preparing the cars. In this case the Commission said: 


If it is true that there is need for modification of the existing 
minimum weights or that, contrary to the Commission’s numerous 
expressions, the tariff minimum weights are in excess of the capacity 
of the equipment, or in excess of what can ordinarily be loaded and, 
consequently unreasonable, proceedings may be had looking towards 
the necessary remedy. We think it unsound in principle to encourage 
car fitting or the use of dunnage in order to secure minimum loads, 
and to qoanees of the payment of allowances to offset expenses thus 
incurred, 


Reduced Rates, 1922—Where Supplement to Tariff Issued Sub- 
sequent to “Connecting Link Supplement” and Such Later 
Supplement Clause Exempting Rates Therein From Reduc- 
tions Provided by “Connecting Link Supplement.” 


Missouri.—Question: Emerson’s New Orleans Molasses 
Tariff No. 9, I. C. C. 63, Supplement No. 19, effective July 1st, 
indicates a reduction in the rates carried in the original tariff 
and preceding supplements. Supplement No. 20 also became 
effective July 1st and the black strap molasses rates from New 
Orleans to St. Louis, etc., were brought forward in that supple- 
ment. The title page of same states that rates and charges in 


this tariff are not subject to reductions in special supplement 
No. 19. 


In view of the fact that the two supplements became effec- 
tive the same date, making directly contrary statements, what, 
in your opinion, is the correct rate to assess on black strap 
molasses from New Orleans to St. Louis moving July ist, and 
would this apply to all commodities as named in the original 
tariff? 


Answer: Supplement No. 19 to Emerson’s I. C. C. 63 pro- 
vides that the rates in effect July 1, 1922, as published in I. C. C. 
63, and the “live” supplements as enumerated as containing all 
changes then in effect, will be reduced in accordance with the 
Master Tariff, Emerson’s I. C. C. 71. Supplement No. 19, there- 
fore, specifically outlines the rates which will be subject to the 
reduction and does not include the rates in Supplement No. 20. 


Supplement No. 20 is issued in strict conformance with the 
Commission’s Special Permission No. 59060 of June 7, 1922, pre- 
scribing the form of the Special Supplements, which provides, 
“That unless otherwise authorized by the Commission, no sub- 
sequently filed supplement to a tariff may be made subject to the 
tariff of reduced rates; and that each subsequent supplement 
shall bear at top of its title page the following notation: “Rates 
and charges named in this supplement are not subject to reduc- 
tions provided in special connecting link supplement No. —.” 

Even though Supplement No. 19 did not effectively define 
the rates subject to the reduction, we are of the view there would 
be no conflict between the two supplements, for the reason that 
Special Supplement No. 19 is general in its application and ap- 
plies wherever there are no “exceptions” to the contrary. Sup- 
plement No. 20 is specifically an exception to the provisions of 
Supplement No. 19. If it were not for the exception clause on 
the title page of Supplement No. 20, and if there was no defini- 
tion of the scope of the reductions made by Supplement No. 19, 
we would agree there was a conflict, for in that case each sup- 
plement would purport to say the same thing without denial of 
the application of the other. 

However, where one item is made an exception to another, 
the shipper is charged with a knowledge of the exception, as well 
as the general item, and the rule of conflicting rates, according 
to our view, does not obtain. 

Export Shipments—Rates Applicable on Shipment Consigned to 
One Port “For Export,” Diverted to and Exported at a 
Different Port. 

Maryland.—Question: A carload shipment of steel is for- 
warded from Pittsburgh, Pennsylvania, to New York City, placed 
in storage at that point, with a view of later exporting the 
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shipment through the Port of New York. Had the shipment beep 
exported through the Port of New York, the export rate from 
Pittsburgh to New York would have been applied. It happened, 
however, that this shipment was reforwarded to Philadelphia at 
local rates from Philadelphia to New York and exported through 
the Port of Philadelphia. 

The question arises whether consignees are entitled to the 
export rates from Pittsburgh to New York, or whether the 
domestic rate should apply. While it was, no doubt, the inten. 
tion to apply export rates only on such traffic that was actually 
exported through the Port of New York, at the same time, my 
understanding has always been that the only requirements neces. 
sary to secure the benefit of export rates is to prove that the 
shipment was actually exported. This shipment was shown on 
bill of lading “for export.” 

Answer: In A. Blum & Popper vs. B. & M. Railroad, 49 
I. C. C. 107, a shipment was consigned to Boston, Massachusetts, 
Unable to secure a vessel from that port, the goods were placed 
in storage. Later they were reloaded, switched back from the 
wharves, and diverted to New York City, from which point they 
were actually exported. The B. & M. had two sets of storage 
charges at Boston, one for domestic and the other for export 
freight. The Commission held that as these export charges, 
which were lower than the corresponding domestic charges, 
were published to apply on shipment exported via Boston, they 
would not apply on exports via New York. 

In United Shoe Machinery Company vs. Director General, 
55 I. C. C. 258, carload shipments consigned to Baltimore, to be 
exported, were delayed at that port because the vessel on which 
the shipments were to move had been requisitioned by the 
British Government. Several days later, the shipments were 
diverted to and exported through the Port of New York. The 
carrier at Baltimore applied its domestic rules and charges, 
The shipper contended that as the shipments were “actually ex- 
ported,” as required by the tariff, the free time allowance and 
charges applicable to export traffic should obtain. The carriers 
contended that as the tariff was published to apply at Baltimore, 
it did not apply at New York. The Commission stated that 
“in order to determine if the export rule is applicable on the 
shipment in question, the Commission can not consider only the 
part of the rule that is favorable to complainant, and ignore 
other provisions of the tariff that make clear its application. 
The tariff must be construed in its entirety, considering both the 
limitations on its title page and the rules contained therein. 
When so considered, it is reasonably clear that the export rule 
and storage charges named therein apply only on shipments 
actually exported from the port of Baltimore.” 

In British United Shoe Machinery Company vs. P. R. R., 66 
I. C. C. 661, a similar situation was involved, where cars con- 
signed to Baltimore “for export” were subsequently reconsigned 
to Philadelphia and there actually exported. The domestic 
charges at Baltimore were held to be properly applicable because 
shipments were not actually exported at Baltimore. 

We are, therefore, of the opinion that the domestic and not 
the export rate is the rate to apply on the shipment in question 
for the haul to New York. 


Through Combination Rates—Lowest Combination Applicable. 

Maryland.—Question: Shipment is forwarded from Balti- 
more, Md., to a point in Texas. No through rates are in effect 
and the lowest combination prevails. Now, let us suppose we 
desire to construct a combination rate on Memphis, Tenn. There 
are through rates from Baltimore to Memphis. Now, my con- 
tention is, even though there is through rate Baltimore to Mem- 
phis, the fact that lowest combination prevails from Baltimore 
to Texas, would enable me to disregard the rate from Baltimore 
to Memphis, in the event it is possible for me to produce a 
combination rate between Baltimore and Memphis that is less 
than the through rate. 

In other words, I can construct a three-factor combination 
via Memphis that would be lower than the two-factor combina- 
tion. Do you know of any reason why the three-factor combina 
tion could not be used? Even admitting that if the shipment 
were actually destined to Memphis, Tenn., joint rate, Baltimore 
to Memphis would have to be applied. : 

Answer: Rule 5-C of Tariff Circular 18-A provides that if 
no specific rate from point of origin to destination of a through 
shipment is provided, and no specific manner of constructing 
combination rate for it is prescribed, the lowest combination of 
rates applicable via the route over which the shipment moves }§ 
the lawful rate for that shipment. ; 

Inasmuch as a through combination rate to a Texas point 
and not to Memphis, Tenn., is the rate which is being com 
structed, the three-factor combination, if lower than the two 
factor combination, made by using the joint rate to Memphis 
and the rate beyond that point, may properly be used. 

Reparation—Unreasonable Rate. 

Georgia.—Question: If a complainant files with the Inter: 
state Commerce Commission, a. complaint claiming violation of 
Section 1 of the Act to Regulate Commerce, and proves to the 
Commission that the rates complained of are unreasonable 7 
and of themselves, and asks for reparation, will it be necessary 
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me For copies of stenographer’s minutes in all I. C. C. cases address The State Law Reporting Company, 
ents Official Reporters, Interstate Commerce Commission, 235 Broadway, New York City. 





= | INTERNATIONAL MOTOR TRUCKS 


or LOW COST HAULING 


, 









International Motor Trucks 
are built in twelve sizes, 


ranging from 2,000-Ib. Speed a 
pega? Truck to 10.000-Ib. Freighter y 
on 4 
th 4 
thy INTERNATIONAL\HARVESTER COMPANY 
pecs CHICAGO - "ae USA 





































































722 


for complainant to prove that he has been damaged, before the 
Commission will award reparation? 

Answer: Where a rate has been collected which the Com- 
mission finds to have been unreasonable and more than just 
compensation for the service rendered, a shipper is damaged and 
reparation will be awarded by the Commission upon proof that 
the claimant paid and bore the freight charges as freight charges. 
See Seaboard By-Products Coke Company vs. Erie Railroad, 53 
I, C. C. 171; Iten Biscuit Company vs. C. B. & Q., 53 I. C. C. 729 


and Goodman Manufacturing Company vs. C. M. & St. P., 40 
1B. €."76. 


Undercharge—Time Within Which Suit Therefore Must be Filed 
by Carrier. 


Colorado.—Question: Please advise what time must elapse 
before a freight undercharge bill from the railroad is outlawed. 
There is some discussion as to whether this time should not be 
made two years, but we don’t know whether that was ever made 
effective or not. 

Answer: Under the provisions of paragraph 3 of Section 16 
of the Interstate Commerce Act, an action at law by a carrier 
subject to the Act for recovery of its freight charges, or any 
part thereof, must be begun within three years from the time the 
cause of action accrues, namely three years from the date of 
delivery or tender of delivery by the carrier. 

Routing—Duty of Shipper to Specify Delivery Desired. 

Missouri.—Question: In 1917 we shipped from St. Louis, 
Mo., a carload of scrap iron consigned to Blank Corporation, 
West Newton, Pa. Bill of lading routing was via Big Four, no 
terminal delivery or any other routing being specified and no 
rate inserted. 

The Big Four handled the car to Youngstown, Ohio, where 
it was delivered to the P. & L. E. who transported it to West 
Newton. Delivery to consignee could not be effected on P. & L. 
KE. tracks to West Newton, as the Blank Corporation is located 
on Baltimore and Ohio rails, the P. & L. E. being on the west 
bank of the Youghiogheny and the Baltimore and Ohio on the 
east bank there being no track connection or bridge at West 
Newton, 

The car was then forwarded via P. & L. E. to Bessemer and 
Baltimore and Ohio beyond, which movement resulted in extra 
charge of $27.55 collected from the consignee. We would like 
to know if the carriers were obliged to effect the delivery re- 
quired by the consignee at the published rate from St. Louis 
to West Newton, Pa., even though the bill of lading carried no 
routing other than initial line and no instructions were given 
at time of shipment as to terminal delivery? 

Answer: Under the Commission’s decision in Ohio Iron and 
Metal Co. vs. C. M. & St. P., 28 I. C. C. 702 and Curtis & Yale 
vs. C. & N. W., 47 I. C. C. 12, it is the duty of the shipper to 
specify the particular delivery required and failing to do so he 
is liable for additional freight charges which may accrue in 
effecting the desired delivery. 


Freight Charge—Liability of Consignor for. 

Missouri.—Question: Some time ago we made a large L. C. 
L. shipment to a point in Oklahoma. The goods were sold on 
F.0.B. St. Louis basis, but our shipping clerk in error billed the 
shipment freight charges prepaid. In checking over the ship- 
ments next day, the mistake was found and the carrier notified, 
with instructions to change shipment to read freight charges 
collect. Carrier’s representative stated that as shipment had 
not arrived at destination it would be no trouble to make this 
change. Agent at destination was wired by its officers and tele- 
gram received by him and acknowledged two days before goods 
arrived. In spite of this, however, agent delivered the shipment 
to consignee on prepaid basis and several days later when he 
was advised of his error tried to collect the charges from the 
consignee who refused to pay. They then presented the bill to 
us and we as consignors refused to pay and are still so doing. 
On this particular sale we demanded payment of the bill before 
it was shipped; the customer is not regular with us so we cannot 
pay charges and charge to him on a future order. We believe 
that the liability for these charges lies therefore between the 
carrier and consignee as we gave notice in plenty of time to 
make the change. Please give us your views. 

Answer: It has been held in numerous cases that the con- 
signor, as the party who entered into the contract of shipment 
with the carrier, is primarily liable for the payment of the 
freight charges, notwithstanding the fact that the shipment was 
delivered without collection of the charges from the consignee, 
although it has been held that where the carrier has delivered 
a shipment without collecting all or some part of its lawful 
freight charges and could have held the consignee liable for the 
payment thereof it could not recover the amount thereof from 
the consignor. See Y. & M. V. R. R. vs. Zemurray, 238 Fed. 789 
and Western Ry. of Alabama vs. Collins, 78 So. 833. 


F.0.B.—Passage of Title as Affected by Term. 
Missouri.—Question: This house usually sells its mer- 
chandise on F.O.B. destination basis, although occasionally 
prices are quoted F.O.B. St. Louis. The majority of our freight 
shipments therefore go forward charges prepaid and a few, 
charges collect. The writer has heard the opinion expressed that 
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when shipments go forward prepaid the ownership lies with the 
consignor until delivered to consignee, and if they go forward 
collect, the ownership lies with consignee immediately op de- 
livery to the carriers. Will you kindly clear this point for Us 
and cite authority. 

Answer: Where the provision is F.O.B. at point of Shipment 
the title will pass, as a general rule, when the property is placeg 
on the cars for shipment; on the other hand, where the provision 
is for delivery F.O.B. the point of destination the title igs not 
as a rule, considered to pass until the subject matter has reached 
such point, as the delivery to the carrier is not a delivery tg 
the buyer; still where the agreement as a whole shows Clearly 
that the phrase F.O.B. at point of destination was used merely 
to designate the party by whom the freight was to be paid, rather 
than the place at which delivery and the passing of title were 
to be consumated, it will be so restricted, and the title held to 
pass at the point of shipment in accordance with the intent of 
the parties. 

If the place of shipment is the place where under the terms 
of the contract, delivery is to be made to the buyer, the fact 
that on delivery to the carrier the seller pays or guarantees the 
freight will not prevent the delivery from constituting a delivery 
to the buyer. The payment of freight by the seller is, however, 
evidence to show that the seller assumed the duty of delivering at 
the point of destination, and will prevent, if such is the case, 
the delivery to the carrier from being considered a delivery to 
the buyer. Section 161, R. C. L.—Sales, Section 25s, R. C. L— 
Sales, and cases cited. 


A CORRECTION 


In the Questions and Answers column of The Traffic Worl 
of Sept. 16, page 616, the printer made the error of including 
the names of the states from which the questions came with the 
titles of the questions. The effect was somewhat confusing. 


PETITIONS FOR HEARING, ETC. 


The complainant in Nos. 11732, United Paperboard Com- 
pany, Inec., vs. Illinois Central Railroad Company et al, 
11732, Sub. No. 1, United Paperboard Company, Inc., vs. Chicago 
& Alton Railroad et al., has petitioned the Commission to grant 
a rehearing in the above cases and in support thereof states 
that the Commission’s decision in 69 I. C. C. 578 recognizes mal: 
adjustments that should not be allowed to continue. 

The complainants in No. 11783, Traffic Bureau, Douglas 
Chamber of Commerce & Mines, et al., have petitioned the Com- 
mission to grant a rehearing or reconsideration in that case in 
order that the Commission may consider the establishment of 
through rates on potatoes from other Idaho producing points o 
a basis as contemporaneously maintained to El Paso, Texas, and 
various adjustments on other commodities. 

The Chamber of Commerce of Kansas City has petitioned 
the Commission to grant a rehearing or reopening in No. 11481, 
Certain-teed Products Corporation et al. vs. A. T. & S. F. Ry. 
et al., and I. and S. No. 1468, building and roofing paper between 
Western Trunk Line points, in order to make an adjustment in 
the rates from Kansas City to destination territory involved. 





GUARANTY CERTIFICATES 


The Commission has certified to the Secretary of the Treas 
ury that a total of $1,930,735.85 is necessary to make good the 
guaranty to the Mobile & Ohio and that $605,735.85 remails 
unpaid of the total amount. The Commission also issued 4 
certificate directing payment of $40,359.66 to the Tennessee, 
Alabama & Georgia Railroad Company in settlement of the 
guaranty. 

The Commission has certified to the Secretary of the Treas 
ury that $8,574.89 is the amount necessary to make good to the 
Central West Virginia & Southern Railroad Company the guar 
anty provided by section 209 of the transportation act. 

The Commission has certified to the Secretary of the Treas 
ury that $496,737.96 is the amount necessary to make good the 
guaranty to the Georgia Southern & Florida Railway Compatl 
and that there is now due $366,737.96 to the carrier in final set: 
tlement. - 

The Commission has issued a certificate to the Secretary . 
the Treasury stating that payment of $10,303.90 to the Middle 
town & Unionville Railroad Company will make good the guar 
anty to that carrier, which has received an advance payment 0 
“$3,500. 


TELEPHONE CONSOLIDATION } 
The Commission has issued a certificate holding that ay 
sition by the Ohio Bell Telephone Company of the properly 
the Springfield-Xenia Telephone Company will be of advantags 
the persons to whom service is to be rendered and in the pu’ 
interest. The Springfield company has exchanges in Champaig, 
Clark and Greene counties, Ohio. The tentative agreement 
tween the companies provides for the purchase by the a 
company of all the properties of the other company for a ¢ 
sideration of $615,000 in cash. 
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The Chicago, Rock Island & Pacific Railway Co. 
The Chicago, Rock Island & Gulf Railway Co. 


ANNOUNCEMENT 


These companies are not negotiating a settlement of the shopmen’s strike with 
the officers of the shopcraft organizations. 

An Association of Rock Island Shop Employes is being formed by those now 
in the service with which all future negotiations will be conducted. 

The men who were in the service July 10, 1922, will head the seniority list 
and those employed since July 10th will follow on that list in the order of their 
employment. 

There are vacancies to be filled and our officers will give preference to former 
employes who apply for work and whose record is satisfactory to the employing 
officer; and while such former employes cannot be given their old places on the 
seniority list, they will have restored full pass and pension privileges. As to such 
former employes returning to service before October 1, 1922, pension continuity . 
of service will be computed without regard to any break on account of strikes. 

Employment for those not now in the service will not result from waiting 
for some other person or persons to arrange for it, but will be given only on the 
personal application of the one who wants the work. 


Chicago, Sept. 18, 1922. President. 





STATISTICS! 


VERY ESSENTIAL EVIDENCE IN TESTING 
THE ‘“‘RFASONABLENESS” OF RATES ! 


Yet in a great many unsuccessful cases, we hear the Interstate Commerce Commis- 
sion utter, to someone, such ominous words as: 


“The Rates Complained Of Are Not Shown To Be Un- 
reasonable,” or ‘“‘Defendants Have Failed to Justify,” etc. 


thus sounding the death-knell to many hard-fought, yet perhaps meritorious, cases. 


Carrier! Traffic Manager! Commerce Attorney! Do Not Omit This All- 
Important Feature From Your Rate Cases, simply because you do not have the means 
athand. Ask the T. S. C. for Up-To-The-Minute Figures. You will be supplied on short 
order. Telegraphic orders given preferred attention. 


Even If Your Complaint Or Answer Is Already In, We Will Prepare All Statistical 
Data For You. 


‘Wire us NOW, and perhaps save the day. 


THE TRAFFIC SERVICE CORPORATION 


Special Service Department 


505 Colorado Building Washington, D. C. 
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MILEAGE BOOK INVESTIGATION 


The Trafic World Washington Bureau 


Unqualified opposition to an order by the Commission re- 
quiring the issuance of interchangeable mileage books was ex- 
pressed by the railroads at the hearing September 26 on the 
Commission’s inquiry into that subject, formal docket No. 14104. 
They were opposed to any change in the rates, rules or regula- 
tions. 

Their witnesses at the initial hearing were C. A. Fox, chair- 
man of the Central Passenger Association, speaking for 166 rail- 
roads of which 149 were class I roads, and 19 class II, the total 
having a mileage of 225,000; and W. P. Rose, auditor of passenger 
accounts of the Southern Railway. Mr. Fox said the issuance 
of mileage books would be an undue and unjust discrimination 
in favor of a well-to-do class of passengers as shown by the fact 
they were asking for the issuance of interchangeable books that 
would cost $150 or even $200. He said the proposal was not 
analagous to the commutation passenger fares; nor was there, he 
said, any principle of wholesale transactions involved because the 
average passenger journey was only 50 miles involving the ex- 
penditure of about $1.80 at the basic fare rate. 

Mr. Rose took the stand to give the financial statistics on 
which the railroads expected to rely in part as justification for 
their opposition. He said the additional accounting expense 
caused by the issuance of such mileage books would be $1,680,000 
per annum. His idea was that the card ticket was the best and 
simplest way to provide for the collection of passenger revenue 
and that if even the scrip method of collecting it became popular, 
the railroads would be practically back to where they were fifty 
years ago, when, he said, conductors collected the cash and 
turned it in to the company. 

Mr. Fox said there would be no public advantage in the 
sale of both mileage and scrip tickets; that the scrip coupon 
tickets now issued fully met the new iaw, though the scrip tick- 
ets had never been satisfactory to the carriers. He said that, 
when interchangeable mileage books were issued, they were 
much more limited than was now proposed. A mileage ticket 
good anywhere in the country, he said, would be impracticable, 
because the underlying publications showing mileages to be ap- 
plied for the collection of passenger fares were thousands in 
number. Their duplication, in the form of expensive distance 
tables, would require a long period, even if all passenger rate 
clerks of all issuing carriers were withdrawn from their con- 
stantly pressing tariff duties and assigned to the compilation of 
the distance tables alone, he said. 

Any reduction in passenger fares, he said, would cause a 
departure from the level of earnings contemplated by the trans- 
portation law because the railroads, as a whole, had not earned 
what it contemplated. Were an interchangeable mileage book 
introduced, it would have the effect of reducing the one way 
fares between practically all important cities. 

Gross passenger revenues in 1921, he said, were $1,152,- 
635,016. For 1922, they were estimated at $1,070,167,869, or $82,- 
467,147 less. That was expected to be the showing in the face 
of the elimination of the war tax. Notwithstanding the much 
more restricted application of the mileage books of other years, 
twenty per cent of the revenue was derived from their sale. In 
some parts of the country, he said, the percentage was as high 
as 60. In 1917, the major portion of the travel in the south be- 
tween important centers was on mileage books, that between 
Cincinnati and Tampa being 95 per cent on mileage books and 
between Washington and Jacksonville 85 per cent. 

After Messrs. Fox and Rose had completed the presentation 
of the general objections to the issuance of mileage tickets, the 
applications of carriers to be exempted from the orders that 
might be issued by the Commission under the terms of the new 
law were presented. More than 300 carriers had filed applica- 
tions with the Commission in advance of the hearing. At the 
hearimg the financial or other facts on which they asked for ex- 
emption were put into the record, without objection or cross 
examination by either the Commission or by the travelers. 

Cross-examination of Mr. Fox by Samuel Blumberg, counsel 
for the commercial travelers, September 27, brought out a state- 
ment from the witness to the effect that mileage books were 
originally issued as an aid to the freight departments of rail- 
roads. He said they were given or sold to big shippers for use 
by their traveling men, and that big shippers were given passes 
for their personal use. The practices described occurred prior 
to enactment of the act to regulate commerce in 1887. 

Mr. Blumberg asked numerous questions relating to the dif- 
ference between the issuance and sale of tourist tickets and 
mileage books. The witness said persons now paying the reg- 
ular fare would use mileage books at reduced rates and curtail 
the revenues of the carriers. He also did not believe that a 20 
per cent cut in fares would of itself result in business houses 
sending out additional traveling salesmen. Questioned as to the 
reasons for the falling off in passenger travel, Mr. Fox said he 


had prepared a statement to meet that question. It was as 
follows: 


The commercial travelers in their conferences with the railroads 
in 1920 and in the hearings before the Senate and House committees 
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contended that the business stagnation then existing was, in , 
measure, due to the high passenger fares which prevented the mer. 
cantile interests from sending their men out on the road. As an 
evidence that this was not the fact, and as explaining some of the 
true causes for the falling off in the total volume of passenger traffic 
particularly short haul traffic, during the year 1922, the following facts 
are presented: 

It is first pointed out that the carriers share, with other ind 
the effect of general business conditions, whether they are favorable 
or unfavorable. More specifically, however, the most direct cause for 
the falling off in passenger traffic has been due to the new and frow- 
ing competition of hundreds of bus lines which have been built up jp 
every state of the Union, and the millions of privately owned auto. 
mobiles. 

There is submitted herewith, Exhibit 6, a map recently prepareq 
displaying the extent of automobile bus lines in the states of Ohio, 
Indiena and Michigan (Lower Pensinsula), which is reasonably typical 
of all sections of.the country. To a very considerable extent ‘in ‘those 
states where there is a railroad between two points of any conge. 
quence there will be found an improved highway either paralleling jt 
or projected, and these highways are as a rule used as fast as built 
by motor bus lines. These highways are to a very large extent built 
and maintained by taxes or by bond issues, and the largest con- 
tributors to their cost and maintenance are the railroads. The busses 
use these highways with flexible equipment and operate more frequent 
schedules than the carriers, pick up business along the highways 
depriving the carriers of a very large percentage of their local 
business. 

The fares of the bus lines are in some cases lower and in other 
cases they are the same or higher than the rail fares, but, regardless 
thereof, they are a controlling factor in handling this short haui 
traffic for the reason they pick up and deliver passengers, taking 
them from the main streets of the originating points to the main 
streets at destinations, and the service is so frequent that it diverts 
traffic from the rail carriers. 

Millions of individually owned motor cars also make inroads on 
ao and through traffic of the carriers, which has been lost for 
all time. 

Instead of any prospective alleviation of these difficulties, the 
losses will undoubtedly from these causes continue to grow because 
of the vast amount of money being expended in every state of the 
Union in the improvement of the public roads. 

For these reasons it is not believed a reduction in fare by means 
of reduced rate mileage or scrip ticket would have the effect of 
restoring to the rail carriers any considerable volume of this traffic 
now handled either by bus lines or in privately owned automobiles, 


ustries, 


Asked how he reconciled his statement with the fact that 
there was heavy passenger travel up to 1920, Mr. Fox said the 
country was passing through the abnormal after-the-war period 
and that the demobilization of the army and navy had much to 
do with increasing passenger travel. 

D. K. Clink, chairman of the transportation committee of 
the National Association of Traveling Men, who said he spoke 
for 676,000 traveling men, recommended that the Commission 
order the issuance of a universal interchangeable scrip coupon 
ticket good for one hundred dollars’ worth of transportation 
and to be sold at a discount of 3314 per cent. He said sucha 
discount would be just and reasonable in view of the fact that 
railroads formerly sold mileage books at such a discount and 
that they now sold special excursion tickets at such a discount. 

Mr. Clink said the tickets should be made available at the 
principal stations of all class 1 roads and that unused portions 
should be redeemable. His idea was that the tickets should also 
be good for all baggage charges. He said that excessive passen- 
ger rates were driving thousands of commercial travelers out of 
business, particularly those working on commission, and that 
traveling men were a great national asset and should be en 
couraged. 

Mr. Bikle, for the carriers, brought out the fact that im 
mediately prior to federal control the Pennsylvania’s mileage 
book was sold at 21%, cents a mile, whereas its regular rate since 
1907 was only 2% cents a mile, so that the reduction represented 
only 10 per cent. He asked the witness if he had not recom 
mended for a discount about the widest spread he could find. 
The witness said some special tickets were sold at even a greater 
discount than 33% per cent. 

Mr. Clink said issuance of scrip books instead of mileage books 
would adjust itself to varying rates in various parts of the 
country. 

Mr. Benton, counsel for the state commissions, submitted 
letters from the Nevada, New Mexico and Arizona commissions 
asking that whatever mileage or scrip book may be required 
should be honored on a uniform basis in the states where the 
prevailing rate was now 4.8 cents a mile. He also submitted 4 
letter from the North Carolina commission saying it was in favor 
of a universal rate of 3 cents a mile but not in favor of the 
general public paying more than the commercial travelers. _ 

John F. Shea, appearing for the American Hotel Association, 


‘also recommended the issuance of scrip coupon books instead 


of mileage books, to be sold at a discount of 33% per cent, which 
would represent a rate of 2.4 cents a mile generally. He asked 
that the scrip coupons be sold in denominations of $50, $100 and 
$150, with coupons ranging in value from 1 cent to $5. He said 
they should be non-transferable and the purchaser identified by 
photograph arid signature at the time of sale. He expressed the 
opinion that a reduction would stimulate travel. f 
A. M. Loeb, president of the National Council of Traveling 
Men’s Associations, urged the issuance of scrip coupons 
denominations of $100, to be sold at a discount of 3314 per cell 
He said such action would increase the passenger and freight 
business of the railroads and stimulate all industry. He believed 
that the 1921 depression was due largely to high passens¢! 
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Union Pacific 
means Service 


The spirit behind the Union Pacific is service. 























Service is the stock in trade of a railroad—the only thing 
it has to sell—freight service, passenger service, but 
more-— personal service. 


It is the purpose of the Union Pacific System to give the 
public the best service it is possible to render. 





Map of Through Train Routes between the 


East and the West— Union Pacific System 
ag borne) a and connections. MmnNtAPoUus . 
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greed ‘Traffic Agencies 


Complete information regarding passenger and freight service 
cheerfully furnished by any Union Pacific representative. Offices 
are maintained at principal cities throughout the country. 


































OTL AMPA, Dliiccceccscececesss 49 N. Forsyth St. DES MOINES, IA........... castitalail 209 Fifth St. PORTLAND, ORE.............. Sixth & Oak Ste, 
BIRMINGHAM, ALA. ..... -...18t Ave. & 20th St. KANSAS CITY, MO............... 805 Walnut St. SACRAMENTO, CAL............. 1006 Fourth St. 
BOISE, IDAHO.......... . 8th & Bannock Sts. LINCOLN, NEB......:....:...000- 204.N. 11th St. 7. LOUIS, MO. ......cccccccccceeeee 611 Olive St. 
BOSTON, MASS.......... ..294 Washington St. LOS ANGELES, CAL..........221 S. Broadway SALT LAKE CITY, UTAH 10 8. Main St 

BUTTE, MONT......-...-.. ioveeone’ 4S.Main St. MILWAUKEE, WIS. ............ 221 Grand Ave, Cc mere CS $ 
CHEYENNE, WYO... ....... 1605 Central Ave. MINNEAPOLIS, MINN. ......... 125°S. Third St, SAN DIEGO, CAL................. 121 Broadway 
CHICAGO, ILL............. 58 E. Washington St. NEW OKLEANS, ...226 Carondelet St. SAN FRANCISCO,CAL........... 681 Market St. 
CINCINNATI, O. ..........s..0.+ 4th & VineSts. NEW YORK, N.Y..............5- 280 Broadway SEATTLE, WASH..........0.-W. Pass. Station 
CLEVELAND, 0................ 1016 Euclid Ave. OAKLAND, CAL....... .....433 Fourteenth St. SPOKANE, WASH............. 727 Sprague Ave. 
DALLAS, TEX.......... Commerce & Akard Sts. OGDEN, UTAH ..........00.c00-eece 390 24th St. TACOMA, WASH 106 8. Tenth St, 
DENVER, COLO........... 18th & California Sts. PHILADELPHIA, PA......... 15th & Market Ste. TORONTO, ONT........cccccceceees 69 Yonge St. 
DETROIT, MICH. .......127 W. Lafayette Blvd) PITTSBURGH, PA.......... 5th & Liberty Aves. VANCOUVER, B.C............. 470 Granville St. 








A. L. CRAIG, General Passenger Agent, Omaha, Nebraska C. J. LANE, General Freight Agent, Omaha, Nebraska 

D.S. SPENCER, General Passenger Agent, Salt Lake City, Utah J. A. REEVES, General Freight Agent, Salt Lake City, Utah 
WM. McMURRAY, General Passenger Agent, Portland, Oregon H. E. LOUNSBURY, General Freight Agent, Portland, Oregon 
T. C. PECK, General Passenger Agent, Los Angeles, California _ W.F. LINCOLN, General Freight Agent, Los Angeles, California 
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charges. He said his firm formerly sent traveling men to towns 
having population of 2,500 or over, but that with high passenger 
charges it had cut out all towns under 5,000. He submitted let- 
ters from about 150 commercial houses which went on record 
as saying they would increase their traveling salesmen’s forces 
if fares were reduced. 

J. C. Lincoln, traffic manager of the Merchants’ Association 
of New York, said abolition of the mileage book had resulted in 
greater increases in the fares to the traveling salesman than to 
the public generally because the jump was from the mileage 
book rate to the increased regular fare. He said those for 
whom he spoke felt that high transportation costs restricted the 
number of traveling men and also the number of trips. His idea 
was that the traveling salesman was really an agent of the 
railroads, because he produced business for the roads to carry. 
He asked for the issuance of mileage or scrip books at a discount 
of 33% per cent. 

Mr. Lincoln also appeared for the Chicago Association of 
Commerce which, he said, favored the issuance of interchange- 
able mileage books, because present fares were almost prohibi- 
tive so far as commercial travelers were concerned. He also 
read a letter rom the National Wholesale Grocers’ Association, 
which asked for mileage books for salesmen at a discount of 
33% per cent. Hoke Smith read a similar letter from the Ameri- 
can Wholesale Grocers’ Association. 

Mr. Fox resumed the witness stand to testify that before 
federal control the discount on mileage books in the east was 
10 per cent, in the southeast 20 per cent, in the west and south- 
west 1634 per cent. In general, he said, the books were not 
sold at rates below the state rates. This testimony was given 
in rebuttal to testimony that mileage books were sold before 
the war at a discount of 33% per cent. 

Mr. Fox said that the carriers, in responding to the Com- 
mission’s request for a statement of the rules and regulations 
they would deem just and reasonable if the Commission should 
desire to require the issuance of a reduced rate scrip, were not 
in any way indicating that such reduced rate scrip was justified. 
Subject to that qualification, the witness said the ticket should 
be of denomination of not less than $200. He-said a $200 book, 
good for 5,555 miles at the basic fare of 3.6 cents, if restricted 
to six months’ limit, would more than fulfill the average 
time requirements as figured by the traveling men. He said 
the coupons should be good only when exchanged for one- 
way tickets, issued at face value, representing full normal one- 
way fares, and should not be good for any other service or 
charges. The Commission should require that coupons be ex- 
changed at ticket offices for train exchange tickets, the witness 
said, adding that that was considered an item of paramount im- 
portance to the carriers. He said it must be obvious that it 
would be primarily a dangerous procedure to interfere’ with a 
conductor’s safe uperation of his train by compelling him to as- 
sume the complicated detail and burden of handling a large num- 
ber of passengers holding mileage tickets. He also made other 
detailed suggestions, including requirements as to identification 
of the holder of coupon tickets, etc. 


COMMISSION ORDERS 


The Equity Co-operative Association of Hilger, Mont., and 
numerous other firms and associations have been permitted to 
intervene in No. 13910, Denton Independent Elevator Co. vs. 
C. M. & St. P. et al. 

The Commission has set for further hearing No. 11508, 
Hastings Commercial Club et al. vs. C. M. & St. P. et al., on 
the question of what would be a just and reasonable compensa- 
tion to be accorded by the Burlington to the Milwaukee for the 
use of the latter’s terminal facilities at Hastings, Minn., as 
defined in and required by the Commission’s decision in that 
case. 

The Virmillion Mining Company has been permitted to inter- 
vene in No. 11074, Jones and Laughlin Ore Company et al. 
Director General, C. M. & St. P. Ry. Co. et al. 

The orders entered in I. & §. 1535, lumber from Calif- 
ornia to Minnesota and Wisconsin, and Fourth Section Order No. 
8240, lumber from points in California and Oregon, on July 20, 
were effective September 27 and November 1, respectively, have 
been modified so as to become effective January 1. 

The Harlan County Coal Operators’ Association was per- 
mitted to intervene in No. 13823, Virginia Coal Operators’ Asso- 
ciation vs. Aberdeen & Rockfish et al. 

Permission was given the Retsof Mining Company and De- 
troit Rock Salt Company to intervene in No. 14025, Crystal Salt 
Company vs. D. L. & W. et al., and No. 14106, Sterling Salt 
Company vs. Ann Arbor et al. 

The Commission has permitted the Charleston Traffic Bureau 
to intervene in No. 13548 (Sub-No. 2), Maritime Association of 
the Roston Chamber of Commerce et al. vs. A. G. S: et al. 

The International Paper Company has been permitted to 
intervene in No. 13950, Michigan Paper Mills Traffic Association 
vs. N. Y¥. C. et al. 

The Freight Traffic Committee of the Chicago Association of 
Commerce and the Mobile Chamber of Commerce have been per- 
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mitted to intervene in No. 13548, Subs. 1 and 2, Maritime Aggo. 
ciation of the Boston Chamber of Commerce et al. vs. Ann Arbor 
R. R. et al. 

The Board of Railroad Commissioners of the state of North 
Dakota has been permitted to intervene in No. 13000, Board of 
Railroad Commissioners of the State of South Dakota vs. ¢, g 
N. W. et al. 

The Commission’s orders entered in No. 11481, Certain-teeq 
Products Corporation et al. vs. Atchison, Topeka & Santa Fe R. 
R. Co. et al., and I. and S. No. 1468, Building and Roofing Paper 
Between Western Trunk Line points, on July 10, which, by their 
terms, require the rates prescribed therein to be established on 
or before October 3, have been modified so as to become effective 
in so far as the establishment of rates is concerned, on Novem. 
ber 1, instead of October 3. 

The Jacksonville Traffic Bureau has been permitted to in. 
tervene in No. 13548, Sub. No. 2, Maritime Association of the 
Boston Chamber of Commerce et al. vs. A. G. S. R. R. et al. 

The Dubuque Shippers’ Association has been permitted to 
intervene in No. 13839, the Commercial Club of Fargo, N. D., vs, 
Ahnapee & Western Railroad Co. et al. 


The Bevis Rock Salt Company, Royal Salt Company, Western 
Rock Salt Company, Kansas Rock Salt Company, American Salt 
& Coal Company, Anthony Salt Company and Sterling Salt Com. 
pany have been permitted to intervene in Nos. 14106, Sterling 
Salt Company vs. Ann Arbor R. R. et al., 14157, the Colonial Salt 
Company et al. vs. Chicago & Erie R. R. et al; 14025, Crystal 
Salt Company vs. D. L. & W. R. R. et al. 

The petition filed by the Illinois Central Railroad Company 
and St. Louis Southwestern Railroad Company in I. and S. 1621, 
proportional rates on grain and grain products from Sioux City, 
Iowa, to Arkansas and Missouri, asking the Commission to va- 
cate and set aside its order of suspension entered on August 18, 
has been denied. 


N. Y. Y. M. C. A. TRAFFIC COURSES 


Among more than 300 courses offered by the extension divi- 
sion of the United Y. M. C. A. Schools, New York, is a course in 
traffic management. It is divided into four classifications—funda- 
mentals of transportation, tariff interpretations and rate con- 
struction, express and parcel post, claims and transportation 
law, and ocean transportation. Each classification covers a va 
riety of subjects such as, in the case of fundamentals of trans- 
portation, organized traffic department, development of transpor- 
tation and its regulation, modern transportation agencies, ship- 
ping papers, freight cars, weights and weighing, movement of 
freight (outbound), movement of freight (inbound), shipping and 
receiving departments, routing, demurrage and storage, lighter- 
age and switching, diversion and reconsignment, freight classi 
fication and interpretation of classification rules. These subjects 
and classifications comprise Book or Unit No. 1, which is accom 
panied by special reading assignments on the history of trans 
portation and the field of the traffic manager, respectively. 

There are four books or units in the course corresponding 
to the four main classifications mentioned above. Each book 
is supplemented by special reading assignments. Those not de- 
siring to take the complete course may take any one or more 


of the main classifications since these are offered as separate 
courses. 


The author of this course is Charles F. Walden, who is 4 
practical traffic man, his experience covering a period of over 
30 years. Mr. Walden was in the freight traffic department of 
the Pennsylvania Railroad for years and subsequently was presi: 
dent of a New York freight forwarding company. 


Mr. Walden has also drawn upon the knowledge and expeti- 
ence of other traffic men in building the text books and special 
reading assignments. These men are F. T. Bentley, traffic mal 
ager of the Illinois Steel Corporation; J. H. Butler, general mat- 
ager of the loss and damage department of the American Rail 
way Express Company; T. T. Harkrader, traffic manager of the 
American Tobacco Company; C. L. Hilleary, traffic manager of 
the F. W. Woolworth Company; B. Olney Hough, editor of the 
American Exporter; R. J. Menzies, general traffic manager of the 
International Nickel Company; William Simmons, general freight 
and passenger agent of the Southern Pacific; G. Burt Zimmer 


man, secretary and general manager of the Columbia Refining 
Company. 





OPERATION OF COLORADO MINES 
The Commission has authorized the Crystal River & San 
Juan Railroad Company to operate its railroad and the railroad 
of the Crystal River Railroad Company in Garfield, Pitkin and 
Gunnison counties, Colo. The line of the Crystal River & Sal 
Juan connects with the Crystal River line at Placita and & 
tends to Marble, a distance of 7.32 miles. The Crystal Rivet 
line extends from a connection with the Denver & Rio Grande 
Western at Carbondale to Placita, a distance of 20.66 miles. 
Both lines discontinued service prior to 1920. Resumption of 
operation, the Commission said, would make possible the de 

velopment of extensive marble deposits at Marble. 
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ONE WAY FARES BETWEEN 


New York and Buffalo The Lehigh Valley is one of the chief trunk lines connecting 
Philadelphia and Buffalo J 
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Those familiar with the vastness and complexity of New 
York City know what a boon it is to board a train or alight 
from one at PENNSYLVANIA STATION, used by the 
Lehigh Valley. In Philadelphia, passengers depart from and 
arrive at the centrally located Reading Terminal, -Market and 
12th Streets; while in Buffalo the Lehigh Valley Terminal 
at Main, Scott and Washington Streets is likewise strategically 
situated, commanding all available transit facilities. 
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CONSOLIDATION HEARINGS 


The Trafic World Washington Bureau 


The Commission has annéunced that: hearings on the tenta- 
‘tive plan for consolidation of railroads in the southeast will be 
held in cities in the southeast in October before Examiner 
Healy. The examiner will sit at Mobile, October 16; Jackson- 
ville, October 18; Atlanta, October 19-20, and Columbia, S. C., 
October 21. 

Attention was called to the fact that during the hearings in 
Washington last June it was announced that it was not con- 
templated that all hearings as to the southeast wowtld be held 
in Washington and that hearings would be held in the South 
so that communities and short lines interested in the proposed 
consolidations would have an opportunity to be heard. 


TRANSIT ON CRUDE PROPOSED 


The Trafic World Washington Bureau 


The Texas & Pacific, by means of its I. C. C., has excited 
additional interest in rates on crude petroleum in Louisiana and 
Texas, by proposing to provide for the storage of crude oil, from 
Shreveport and other points in northern Louisiana, at New Or- 
leans, intended for export, for not exceeding one year, under the 
rate of 16.5 cents. Transit rates on petroleum and its products, 
if not unknown, are exceedingly rare, hence the interest in what 
the Texas & Pacific has proposed. Its tariff, generally, is to be- 
come effective October 25, but the transit arrangements for crude 
oil moving on the export rate is to be effective November 15. 


NET OPERATING INCOME 


For the 23 months’ period beginning September 1, 1920, and 
ending July 31, 1922, the net railway operating income fell short 
$888,160,696 of the amount necessary to constitute a 6 per cent 
return on the Interstate Commerce Commission’s tentative val- 
uation of the railroad properties used for transportation, says 
a statement issued by the Association of Railway Executives. 

For the above period the net railway operating income was 
$1,252,359,044, representing, on an annual basis, a return of 3.51 
per cent, compared with $2,140,519,740, which would be the 
stipulated 6 per cent. 

For the 11 months beginning September 1, 1921, to July 31, 
1922, the carriers realized a return of 4.27 per cent on their 
tentative valuation. During that period their net operating in- 
come totaled $728,760,872, which fell short $294,702,455 of a 6 
per cent return. 


PIONEER PURCHASER SETTLEMENTS 


The Trafic World Washington Bureau 


Commissioner Frederick I. Thompson of the Shipping 
Board this week effected settlements with the majority of the 
pioneer ship purchasers who bought Shipping Board tonnage at 
high prices per ton and then met difficulties later in paying the 
board. The board scaled down the prices but the exact terms of 
the settlements have not been made public by the board. Set- 
tlements were effected with the Williams Steamship Line, the 
Susquehanna Steamship Company, Moore & McCormick, Inc., 
the Oriental Navigation Company and the North Atlantic and 
Western lines. 
made on a basis of about $60 a ton, while the original contract 
prices were around $185 and $200 a ton. 


BIG FOUR VALUATION 


The Trafic World Washington Bureau 


In a tentative valuation report on the. properties of the 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company, the 
Commission has found the final value of the wholly owned and 
used property to be $189,000,969; owned but not used, $619,353; 
and used but not owned, $25,162,073, making the value of the 
total used property $164,163,042. The valuation is as of June 
30, 1915. 

The report gave the total owned first main track as 1,687 
miles and total used first main track as 2,221 miles. All tracks, 
owned, have a mileage of 3,184 miles, and all tracks, used, 3,946 
miles. 

The carrier has issued, assumed or incurred a par value of 
$188,514,212 in stock and in long term debts, of which $158,947,- 
021 was outstanding on date of valuation, according to the re- 
port. Capital stock outstanding on date of valuation totaled 
$57,027,200, and the funded debt totaled $96,840,698. - Non- 
negotiable debt to affiliated companies totaled $5,079,123. 

The cost of reproduction new of the owned and used prop- 
erty was given as $142,326,490, and cost of reproduction less de- 
preciation $112,501,014. 

Cost of reproduction new of properties used but not owned 
was given as $23,251,578, and cost of reproduction less depre- 
ciation, $18,079,187. 

Investment in road and equipment, including land, was 
stated in the books of the carrier to be $144,375,812. The re 


Some of the settlements, it is understood, were. 
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port stated that if certain readjustments were made this debit 
balance would be increased to $149,170,011, and that entering jp. 
tov this debit balance was an amount of $60,333,426, which the 
report said represented the par value of capital securities issueg 
or assumed by the carrier the money value of which at the time 
of entry was not known and cannot be determined. 

The Commission also issued the following tentative valuation 
reports: J 

Hillsboro & Northeastern Railway Company, located in the 
southeastern part of Wisconsin, final value as of June 30, 1917, 
$103,895. 

Augusta Southern Railroad Company, located in the eastery 
part of Georgia, final value as of June 30, 1916, wholly owned 
and used property, $919,976, and used but not owned, $2,209. 

Amador Central Railread Company, located in California, 
final value as of June 30, 1916, $361,456. 

Barnegat Railroad Company, located in the eastern part of 
New Jersey, final value as of June 30, 1916, $86,282. 

Durham Union Station Company, located at Durham, N. (,, 
final value as of June 36, 1916, $191,644. 


ACCIDENT STATISTICS 


The Trafic World Washington Bureau 


Statistics compiled by the Commission from monthly reports 
of railway accidents for the quarter ending June 30 show an 
increase of 8.3 per cent in the number of fatalities and 4.5 per 
cent in the number of persons injured as a result of train and 
train-service accidents as compared with the same period of 
1921. For the same quarter the statistics show an increase of 
20.8 per cent in fatalities and 24.2 per cent in injuries as a re. 
sult of highway grade-crossing accidents compared with the 
same period of 1921. 

The number of trespassers and non-trespassers killed in the 
quarter ending with June was 1,373, and injured, 9,936, as against 
1,268 killed and 9,511 injured in the same period of 1921. In 
highway grade-crossing accidents, 402 were killed and 1,201 in- 
jured in the quarter as against 336 killed and 1,015 injured in 
the same period of 1921. These figures exclude 65 casualties at 
highway grade-crossings included in derailment accidents in 
which. 3 passengers were killed and 55 injured, and one em- 
ploye killed and six employes injured. 


VIRGINIA PIG AND ORE RATES 


The Trafic World Washington Bureau 


Additional rates on pig iron and imported iron ore, indicat- 
ing what is believed to be a desire by Virginia lines to facilitate 
the movement of imported pig iron from the Virginia ports and 
Virginia blast furnaces, have been filed by A. P. Gilbert, general 
freight agent of the Chesapeake & Ohio, their publishing agent. 
In supplement No. 14 to his I. C. C. No. 112, effective October 25, 
they propose to reduce the present rate on iron ore of $6.35 per 
long ton, from Lambert’s Point, Newport News, Norfolk, Pinner’s 
Point, Portsmouth and West Norfolk to East St. Louis and St. 
Louis to $5.48. The reduced rate is to apply on all ore imported 
from any foreign country, other than Canada or Newfoundland. 
The rate on imported ore from the Virginia ports to East Rad- 
ford is also to be reduced to $2.25, the rate heretofore published 
for application to Lynchburg. 

In supplement No. 1 to Gilbert’s I. C.-C. No. 122, effective 
October 27, it is proposed to cut the rates on pig iron from Vil- 
ginia blast furnaces as follows: To Cincinnati, from $4.41 10 
$3.95; and to Lexington, Ky., from $5.04 to $4.42. 





B. & O. PURCHASE OF STOCK 


Acquisition by the Baltimore & Ohio Railroad Company of 
the Indian Creek & Northern Railway Company by purchase 
of its capital stock has been approved and authorized by the 
Commission. The railroad of the Indian company connects with 
the Monongahela Railroad, over which the B. & O. has trackage 
rights, and extends in a northwesterly direction from Lowsville 
up Indian Creek, a distance of 2.6 miles, the entire line being 
in Monongahela county, West Virginia. 

The Indian company is controlled by the New England Fuel 
& Transportation Company, which owns the 500 shares of cap 
ital stock of the company. The New England company is en- 
gaged in conducting large coal operations on the B. & O. lines. 
The cost of the line, including 10 per cent allowance for admin- 
istration expenses, is $733,977.38, the Commission said the B. & 
O. estimate showed. The B. & O. agreed to pay the cost of 
construction plus the 10 per cent allowance. 


M. & P. EQUIPMENT CERTIFICATES 


The Maryland & Pennsylvania Railroad Company has 
applied to the Commission for authority to issue $38,000 of 
7 per cent equipment trust bonds, in connection with the pro 
curement of two gasoline railway motor coaches and two trailer 
coaches. 
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Later Departure—Faster Time 


Diamond Specia 


For your convenience the Illinois Central has made the departing 
time later and the running time shorter on the Diamond Special 


to Saint {ouis 


Lv. Chicago—Central aeumen 11:30 p. m. 
Lv. 43rd St. Station . a ‘ - 11:38 p.m. 
Lv. 53rd St.—Hyde Park . A . 11:42 p.m. 
Lv. 63rd St.—Woodlawn . ‘ - - ¢ 11:46p.m 


Ar. St. Louis—Union Station 7:23a.m. 


Sleeping cars to St. Louis, Springfield, Decatur, Buffet Club Car and Chair Car 
Returning, the Diamond Special Leaves St. Louis 11:30 p.m. Arrives Chicago 7:25 a.m. 


Fewer Stops—No Tunnels—On-Time Arrivals 





7 OFFICES TO SERVE YOU 
Information, Railroad and Pullman Tickets at 


{ City Ticket Office, 161 W. peinon] Blvd. { District Passenger Office, 208 S. La Salle St. 
Phone Wabash 4600, Local Phone Wabash 3280 


{ Special Passenger Agent, Hyde otal Station { Central Station, ey Ave. and Roosevelt Road 
Phone Hyde Park 0042 Phone Harrison 7620 


43rd, 53rd and 63rd Street Stations { South Chicago City Ticket Office, 2946 E. 92nd St. 
Phone Wabash 2200 Phone South Chicago 6720 


Illinois Centra 


Address mail inquiries to J. V. Lanigan, General Passenger Agent, Illinois Central Railroad, Room 502 Central Station, Chicago, Ill 











730 THE 
PLAN TO AVERT SHORTAGE 


“At the regular meeting of the American Railway Assoola- 
tion on September 26, contrary to expectations, only routing mat- 
ters were discussed,” the Association of Railway Executives 
says. “The matter of the possible car shortage is to be taken up 
before the car service division. 

“However, it was pointed out by officials, who make a study 
of comparative traffic figures, that the outlook for an ample sup- 
ply of cars in the autumn of this year is better than two years 
ago in 1920. 

“In 1920 the peak of the car shortage occurred in the week 
ended September 1, which was the turning point, and towards 
the end of November there was a surplus. 

“In this year the loading figures for the week ended Septem- 
ber 8 showed a turning point from a surplus to a shortage for 
the first time, but it is expected that careful management and 
efficient handling of the situation will maintain a supply of cars 
approximately up to the demands of the shippers. 

“It was also pointed out that the most recent figures show 
that many of the larger roads are moving freight at very near 
the volume reached in the autumn of 1920. The loadings for the 
week ended September 20 showed that the following railroads 
were carrying the following percentage of freight compared with 
the maximum records of two years ago: 


Per Cent: 
nS, NN MIN 25 21 5a os alo Sd eral edo aWlen eiois Sl nateaacloneeeeee 81 
ce a Sh cal ds er a Ans ds a gu reid elt 6 Secs br 8 Tas SoA Seett GEST 89 
ES AE © GS aa, Give: otha) o> 6 0: 6, 6. ccbig-o <a MAM Move. se Whore ened aioe Oouee 95.8 
Lp damenwwecescSeed cepa ee as db vies cube dae ebhebaa eee es 88 
EE. WME ardidle-c:c:e:Giniceb.s Gull SO aeOP ERC USS 66 55-56 Ole Che wEEeE Se STECS 69.6 
I ania ie hee ek aan ae nate aa aa ROS Ow ale he ale wie cle wie Lidinig emOeeeiee 70.6 
Deeware, Lmewawammn EB WeRteriic occ ccc cccciccceccccccwtsscoces 55.3 
EIOOT, “SOMONE Ge OTCR FBG ad cc cvcccccctcccsccccceedeceocssnes 95.6 
ee BT ee oe 85.7 


“In a study of the car situation is must be remembered that 
the railroads this year have placed orders for more locomotives 
than in the whole of 1921, and more orders for new freight cars 
than in any complete year since 1916. In fact, their car orders for 
the first eight months of this year were more than four times as 
great as in the whole of 1921. 


COMPARISON OF LOADINGS 


According to a survey prepared by the American Railway 
Association, the total loading of all commodities this year is 
about two million cars under that of 1920 and about the same 
number of cars over 1921. The loss in loading this year com- 
pared with 1920 is due entirely, according to the survey, to the 
decrease in coal loading. This means that as an aggregate all 
other commodities. show an increase over both 1920 and 1921. 

During the first three months of 1922 the loading of revenue 
freight corresponded very closely to the year 1920. Following 
the decrease caused by the suspension of coal mining there was 
an abrupt recovery at a rate which, if continued through July, 
promised to reach the 1920 line in spite of the absence of coal 
loading. During the six weeks following the observance of 
Independence Day, loading remained practically constant, fol- 
lowing which the increase in the loading of coal has carried the 
line up to a point where it again promises to reach the figures 
attained during the period of heavy traffic in 1920. 

The summary points out that although the year 1921 as a 
whole witnessed the heaviest grain and grain-products loading 
on record, the current year to date shows a slightly greater 
total loading of this commodity. Live stock, coke and forest 
products show an increase over last year to date and corre- 
spond favorably with 1920. Coal naturally shows a considerable 
decrease compared with the two previous years, and ore shows 
a decrease over 1920, but an increase over 1921. Merchandise 
(L. C. L.) shows a marked increase over both of the two previous 
years, miscellaneous freight showing an increase over 1920 and 
a decrease in the aggregate compared with 1921. The total of 
these two items, however, would show an aggregate increase 
over both of the two previous years. ‘ 

Live stock loading continues unusually heavy for this season 
of the year and the total for the week ended September 9 ex- 
ceeded last year by 4,574 cars and 1920 by 2,799 cars. Forest 
products loading for the week was only 5.6 per cent below the 
heavy loading of 1920 and exceeded 1921 by 28.2 per cent. Mer- 
chandise (L. C. L.) and miscellaneous freight continue to run 
well in excess of either of the two previous years. 

All of these figures represent, according to the American 
Railway Association, a satisfactory assurance of substantially 
improved conditions in railroad operations. 





SEABOARD TRUST CERTIFICATES 


The Seaboard Air Line Railway Company has applied to the 
Commission for an order authorizing and approving the creation 
of an equipment trust under which $2,560,000 of certificates, car- 
rying dividends at the rate of 5% per cent annually, will be is- 
sued. The certificates will be issued by the Chase National 
Bank of New York and sold to Freeman & Company, of New 
York, at 96.63 per cent of their face amount with accrued in- 
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terest. The company proposes to acquire under the agreement 
three new special Mikado type freight locomotives, 2,150 rebuilt 


box cars, 860 rebuilt gondola cars and 100 rebuilt phosphate 
cars. 





TENNESSEE CENTRAL SECURITIES 


The Commission has authorized the Tennessee Central to 
issue $937,000 of first mortgage 6 per cent gold bonds which are 
to be pledged with the Secretary of the Treasury as collatera] 
security for a loan of $937,000 from the government heretofore ap- 
proved by the Commission. The company also was authorized 
to assume obligation and liability in respect of $636,866 of equip. 
ment trust certificates to be issued by the American Trust Com. 
pany of Nashville, Tenn., which will also be pledged with the 
Secretary of the Treasury as collateral security for the loan, 


PORTLAND TERMINAL BONDS 


The Commission has approved a joint application of the Port- 
land Terminal Company and the Maine Central asking authority 
for the terminal company to issue $195,000 of first mortgage 5 
per cent gold bonds which are to be sold at not less than 85. The 
proceeds will be applied on promissory notes. 


BUFFALO CREEK & GAULEY SECURITIES 


The Commission has authorized the Buffalo Creek & Gauley 
Railroad Company to assume obligation and liability in respect 
of $340,000 of car-trust certificates and to issue 860 shares of 
capital stock of the par value of $100 each, in connection with 


the procurement of 300 55-ton all-steel hopper-bottom gondola 
cars. 


HUDSON RIVER CONNECTING OBLIGATIONS 


The Commission has authorized the Hudson River Connect: 
ing Railroad Corporation to assume obligation and liability in 
respect of not exceeding $14,000 of first mortgage 5 per cent 
bonds issued by the Interborough Ice Company under a mort- 
gage dated January 17, 1906, in connection with the purchase of 
certain lands from the Knickerbocker Ice Company which the 
carrier will use in constructing its line of railroad and a bridge 
across the Hudson near Castleton, N. Y. 


CHANGE IN DOCKET 


Hearing in No. 13973, Farmers Elevator Company vs. Ill. 
Cent. R. R. Co., assigned for September 29, at Sioux City, Ia., 
before Examiner Gault, was cancelled. 


T. A. & G. SECURITIES 


The Tennessee, Alabama & Georgia Railway has applied to 
the Commission for authority to issue equipment notes covering 
deferred payments on equipment costing $155,725. 


PEARL RIVER VALLEY R. R. NOTES. 
The Pearl River Valley Railroad Company has obtained 
permission from the Commission to issue, from time to time, un- 


secured promissory notes in an aggregate amount not exceeding 
$15,000, in renewal of outstanding notes. 


EXTENSION OF H. & B. V. RY. 


The Houston & Brazos Valley Railway Company has been 
authorized by the Commission to extend its line in Brazoria 
county, Texas, beginning 1.9 miles south of the station of Clute 
and extending in a northeasterly direction a distance of 13 miles, 
to Hoskins Mound. The Commission said the primary pur 
pose of the extension was to provide transportation for exten: 
sive sulphur mining operations, which are under way at Hos- 
kins Mound. The cost of the extension is estimated at $346,908 
and it will be financed by the Freeport Sulphur Company, which 
will take the railroad company’s note at 6 per cent to cover 
the amount expended for the extension. 





Digest of New Complaints 


No. 13923, Sub. No. 1. Chevrolet Motor Co. of Texas, New York, N. Y» 
_ vs. Director-General, as agent, Chicago & Alton e& al. tal 
Unjust, unreasonable and discriminatory_rates %n sheet meal 
automobile parts from Detroit, Mich., to Fort Worth, Tex. be 


cause oin excess of subsequently established rates, Asks repara- ? 


tion. 


No. 14165. Erie R. R. Co. et al. vs. Boston & Maine et al. a 
Erie and its subsidiaries allege that Commission’s findings 
in New England divisions case are inequitable, unjust, of 
reasonable and unduly prejudicial to them and works be 
ship to them from which they should be relieved, regal ae 
of the future decision of the U. S. Supreme Court in the othe 
in which the validity of the order is under attack and = 
out awaiting the decision of the court. Asks for order Pie 
scribing just, ‘reasonable and equitable divisions and re 
from order in the New England case. 


No. 14166. Tom Green Brick Co., Sioux City, Ia, vs. Chicago 
Milwaukee & St. Paul. duly 
Unjust, unreasonable, unjustly discriminatory and und? 


prejudicial rates in violation of the long-and-short-haul provi- 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 


ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 


IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 
KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112. West Adams Street 
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sion of the fourth section on brick, coal and other com- 
comodities between the complainant’s plant, within the switch- 
ing limits of Sioux City, Ia., and points in other states because 
defendants established for switching service the Iowa distance 
scale of rates applicable on line hauls of 5 miles or less in 
addition to the line-haul rates to and from Sioux City. Asks 
just and reasonable rates and reparation. 

No. 14167. Chicago, Milwaukee & St. Paul Railway Co. vs Union 
Pacific et al. 

Alleges that defendants have refused to grant request of 
complainant to join with it in establishing a through route 
with joint through rate applicable thereto for freight traffic 
originating on C. M. & St. P., its branch lines and connections, 
to Plummer, Idaho, or Marengo, Wash., thence over the rails 
of defendants to Portland, Ore., and adjacent points that take 
the Portland rates. Asks order commanding defendants to 
cease and desist from the unreasonable, unjust, unlawful and 
improper discriminations against complainant, and _ establish- 
ment of through route with joint rates and equitable divisions, 
via either the Plummer or arengo points of interchange, or 
via both such points. . 

No. 14168. Midland Linseed Products Co., Edgewater, N. J., vs. 
Central of New Jersey et al. 

Unlawful, unreasonable, discriminatory, and prejudicial fifth- 
class rates on linseed oil from Edgewater to points in C. F. A. 
territory. Asks cease and desist order, just and reasonable rates 
and reparation. 

No, 14169. Willits & Patterson, Inc., Seattle, Wash., vs. Director 
General, as agent. 

Unreasonable charges on bean oil originating in Japan and 
reshipped from Seattle to Ivorydale, Ohio, because of imposition 
of storege ard handlire charges. Asks reparation. 

No. 14169, Sub. No. 1. Willits & Patterson, Inc., Seattle, Wash., vs. 
Director-General, as agent. 

Unreasonable and unlawful handling charges on shipments of 
peanut oil at Seattle, Wash. Asks reparation. 

No. 14170. American Box Co., Lynchburg, Va., vs. Director General, 
as agent, Hampton & Branchville et al. 

Unawrful rates on lumber from Smoaks, S. C. to Lynchburg, Va. 
Asks reparation. 

No, 14171. The Borden Co., New York, N. Y., vs. Ann Arbor et al. 

Unjust, unreasonable, preferential. and prejudicial rates in vio- 
lation of the aggregate of intermediates rates provision of section 
four on tin plate from McKeesport, Pa., and Yorkville, Ohio, and 
Cumberland, Md., to New London, Wis. Asks cease and desist 
order, just and reasonable rates and reparation. 

No, 14172. Hawkeye Fuel Co. et al., Spokane, Wash., vs. Spokane & 
Eastern Ry. & Power Co. et al. - 

Unjust and unreasonable rates on fuel wood from points in 
Idaho to Spokane. Wash. Asks reparation. 

No. 14173. Swift & Co., Chicago, Ill., vs. Texas & Pacific. 

Unjust, unreasonable, preferential and prejudicial rates on fresh 
meat and packing house products in straight or mixed carloads 
from North Ft. Worth, Tex., to Shreveport, La. Asks cease and 
desist order and reparation. 

No. 14174. Indiahoma Refining Co., St. Louis, vs. Ann Arbor et al. 

Unjust and unreasonable rates on petroleum and its products 
from East St. Louis to points in official classification territory. 
Asks just, reasonable and nondiscriminatory rates and restora- 
me the relationships which existed immediately prior to July 

No. 14175. Turner Grain Co., Viborg, S. D., vs. Director-General, as 
agent, Great Northern. 

Unjust and unreasonable rates on grain from Viborg and Irene, 
S. D., to Wilmar, Minn., for inspection, and then reconsigned to 
various destinations, because of assessment ~ of reconsignment 
charge of $5 per car without tariff authority. Asks reparation. 

No. 14176. Flanley Grain Co., Sioux City, Ia., vs. Director General, 
as agent. 

Unlawful reconsignment charges on numerous carload_ ship- 
ments of grain from various points of origin in Iowa, South Da- 
kota. and Minnesota to Sioux City and Council Bluffs, Ia. Asks 
reparation. 

No. 14177. The Southern Cotton Oil Co., Savannah, Ga., vs. Director 
General, as agent. 

Unjust and unreasonable rates on bulk peanuts from Selma, 
Ala.. to Columbus. Ga. Asks reparation. 

No. oe Liberty Glass Co., Sapulpa, Okla., vs. Missouri Pacific 
et al. 

Unjust, unreasonable, preferential and prejudicial rates on sand 
from Guion, Ark., to Sapulpa, Okla., since August 26, 1920. Asks 
cease and desist order, rates not in excess of 11 cents per 100 
pounds, and reparation. 

No, a The J. Henry Koenig Co., Cincinnati, O., vs. B & O. 
et al. 

Discriminatory and prejudicial rates on green coffee in bags 
from San Francisco to Cincinnati, because rate of $1.06% per 100 
Pounds was assessed while at the same time defendants were 
assessing a rate of 90 cents per 100 pounds to Hamilton, O., and 
other points in Ohio competitive to Cincinnati. Asks for applica- 
tion of Hamilton rate to Cincinnati and reparation. 

No, 14180. Doniphan Brick Works, Lincoln, Neb., vs. Director Gen- 
eral, as agent, Union Pacific et al. 

Unjust, unreasonable. preferential or prejudicial rates on slack 
coal from Rock Springs, Wyo., to Doniphan, Neb. Asks repara- 


tion. 
No. 14181. The Amalgamated Sugar Co., Ogden City, Utah, vs. Di- 
rector General, as agent, and Oregon Short Line. 
Unjust and wnreasonable rates on limerock from Dolbeer Spur, 
Idaho, to MeMillan, Idaho. Asks reparation. 
No. 14182. Amalgamated Sugar Co., Ogden City, Utah, vs. Director 
General, as agent, Union Pacific et al. 
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Unjust and unreasonable rates on coal from Lionkol, Wyo., to 
Quinney, Utah. Asks reparation. 

No. 14183. Amalgamated Sugar Co., Ogden City, Utah, vs. Directo; 
General, as agent, Oregon Short Line et al. 

Unjust and unreasonable rates on sugar from Ogden Sugar 
Works and Brigham, Utah, to Boise, Fayette, Weiser, Idaho, anq 
Ontario, Oregon. Asks reparation. 

No. ae Malcoln H, Reed, Austin, Texas, vs. Director General, as 
agent, 

Unjust, unreasonable, unlawful and illegal rates on 200 bales of 
compressed cotton from Amory, Miss., to Galveston, Texas, be. 
cause of misrouting via Memphis, Tenn., and Texarkana, Tex. 
Ark., instead of via New Orleans. Asks reparation. 

No. 14185. _— Refining Co., St. Louis, Mo., vs. Director General, 
as agent. 

Unjust, unreasonable, discriminatory and unlawful rates op 
crude oil from Jennings, La., to East St. Louis, Ill. Asks repara- 


ion, 
No. 14186. Stailey Lumber Co., Inc., New York City, vs. Pennsylvania, 

Unjust and unreasonable rates on lumber_from_ Florida anq 
Georgia points to Newark and Waverly, N. J. Asks cease and 
desist order, just and reasonable rates, and reparation. 

No, 14187. Standard Oil Co. of Indiana, Chicago, vs. Director General, 
as agent, and Missouri Pacific. 

Unjust, unreasonable and discriminatory rates on gasoline from 
Neodesha, Kans., to various points in Kansas. Asks reparation, 

No. 14188. Gerhard & Hey, Inc., New York City, vs. Director General, 
as agent, D. L. & W. et al. . 

Unlawful charges on two carloads of merchandise in packages 
from St. Louis, Mo., to Hoboken, N. J., and New York, N, Y,, 
because they exceeded the charges which would have accrued 
based on the through joint rate from St. Louis to New York, 
Asks reparation. 

No. 14189. Acheson Graphite Co., Niagara Falls, N. Y., vs. Director 
General, as agent, N. Y. C. et al. . . 

Unjust, unreasonable rates in violation of the intermediate 
rates provision of section 4, on coke from Indianapolis, Ind., to 
Harriet, N. Y. Asks reparation. 

No. 14189. Sub. No. 1. Same vs. Same. ' 

Same complaint and prayer as to shipments of coke from In- 
dianapolis, Ind:, to Niagara Falls, N. Y. 

No, 14189. Sub. No 2. Same vs Director General, as agent Minne- 
apolis & St. Louis et al. 

Unjust end unreasonable rates on Reilly carbon coke, pitch 
coke, petroleum coke and coke from St. Louis Park. Minneapolis, 
Minn., to Harriet Station. Black Rock Office and Niagara Falls, 
N Y., because commodity moved was not ‘‘coke’’ in any sense of 
the word and should not have been classified as such. Asks 
reparation, 

No. 14190. American National Live Stock Assoc. et al., Denver, Colo., 
vs. Santa Fe et al. : 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on live stock in the territery west of the Missouri River, 
exclusive of market points. Asks for rates not exceeding the 
maximum mileage scale of rates on cattle authorized in I. and §. 
Docket No. 958 as modified by the percentage advances and reduc- 
tions granted in the western group since 1918, with the same 
minimum carload weights. the same provision as to stock cattle, 
and the same basis for two or more lines of railroad not under 
the same management or control: that defendant carriers be di- 
rected to establish on sheep. in double deck cars, the same basis 
as is authorized on cattle in said decision, as to both rates and 
minimum carload weights and that: when a double deck car is 
ordered and, for the convenience of the carrier, two single deck 
cars are furnished. the charges for the two single deck cars should 
be at the rate for the double deck car ordered, provided the ship- 
ment could have been loaded in such a car. Asks that rates and 
weights be made applicable to shipments of horses when part of 
and accompanying a shipment of cattle. 


No. 14191. The Ohio Refining Co., Bond Hill, Ohio, vs. L. & N. 
Alleges that defendant has misinterpreted and _misapolied rates 
on crude oil from points in Kentucky to Bond Hill, which is ten 
miles from the Cincinnati terminal of the L. & N., in that defend- 
ant has applied the Cincinnati proper rate on the _ shipments 
instead of applying the lower or proportional rate: also alleges 
discriminaton because of assessment of the Cincinnati proper rate 
plus switching charge to complainant’s plant at Bond Hill. Com- 
plainant says it should be accorded the proportional rate to Cin- 
einnati proper and to that should be added the switching charge 
from Cincinnati proper to its plant at Bond Hill. Asks cease and 
desist order and reparation. 
No. P ow — S. Brittain Dry Goods Co., St. Joseph, Mo., vs. C. B. 
». et al. 1 
Unjust, unreasonable. discriminatory. prejudicial and excessive 
rates on cotton piece goods from New England and Atlantic séa- 
board territories to St. Joseph, Mo. Asks cease and desist order 
and reparation, 
No. 14192. Sub. No. 1. Same vs. Mo. Pac. et al. 
Some comnla‘nt and rraver. | 
\No. 14193. Great Western Paper Co., Ladysmith, Wis., vs. M. St. 
‘ & S. Ste. M. , 
bs Unjust, unreasonable and_ discriminatory rates on soft . 
from Superior, Wis., West Duluth and Duluth, Minn., to Lee 
smith, Wis. Asks cease and desist order, just and reasonable rates 
and reparation. \ 
No. 14194. Diamond Match Co., New York City, vs. Director-General 
as agent, Lehigh Valley et al. wo 
Unjust, unreasonable, preferential and_ prejudicial rates ‘ 
amorphous phosphorus from Echota, N. Y., and Perth Amboy, 
N. J., to Savannah, Ga. Asks cease and desist order, just an 
reasonable rates and reparation. 


Re i a We ae ae ee ee 





Note. items in the Docket marked with an asterisk (*) are new, 
naving been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere 
October 2—Kansas City. Mo.—Examiner H. G. Cummings: 

Fourth Section Applications Nos. 1862 et al., not yet passed on by 
the Commission, filed on or before Feb. 17, 1911, for authority to 
continue departures from the provisions of the fourth section ot 
the interstate commerce act. 

October 2—Pittsburgh, Pa.—Examiner Fleming: 

13799—Transcontinental Oil Co. vs. M. K. & T. 


Docket of the 


Commission 


October 2—Sioux Falls. S. D.—Examiner Gault: h Dae’ 
13000—Board of Railroad Commissioners of the State of Sout 
kota vs. Chicago & Northwestern Ry. Co. et al. 


October 2—Kansas City, Mo.—Examiner Koch: 
13055—McGrew Coal Co. vs. Director General, Mo. Pac. R. R. 


October 2—Monroe, La.—Examiner McGrath: ricksburé 
13860—Monroe Hardware Co., Inc., et al. vs. Alabama & Vicks 


Ry. et al. : 1 Ry. 
— ore Carbon Co. vs. Arkansas & Louisiana Missourl ™ 
9%. et al, 
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={\| AtJacksonville Your Shipment 
«fll IsNever“Stuck for Demurrage’ 


rector 


The municipal docks and terminals at Jacksonville give free storage to commodi- 
ediate . * ee . . 
1d., to ties arriving on through export ladings and make no charge for handling from storage 
to ships. 

































m In- ‘ : n , f , 
il Jacksonville leads all South Atlantic ports in the number of ships entering and 
pitch clearing. There is regular and frequent service to most of the leading ports of the world. 
aDOlis, 

Falls, 
nse of 

Asks S ili () f J k ill 
“- ailings Uut of Jacksonville 
judicial 

a Tampa Inter-Ocean S. S. Co. (Shore Line). Service to United Kingdom, Antwerp, Rotterdam, Ghent, Por- 
pF g tugal, Spanish Atlantic, Spanish Mediterranean, North Africa, Cuba, Jamaica and Porto Rico. 
— Atlantic, Gulf & Pacific S. S. Co. (Tampa Inter-Ocean S. S. Co., Agent). Coast to coast service, San 
“cattle, Diego, Los Angeles, San Pedro, San Francisco, Portland and Seattle. 


 — Carolina Company. (Tampa Inter-Ocean S. S. Co., Agents). Regular service to Hamburg and Bremen. 
: — Strachan Lines. Direct steamers to United Kingdom, Continent, Mediterranean, Baltic and South Ameri- 
pi is can ports. 

le deck 


MecGiffin & Company. General Steamship and Chartering Agents. (Sailings to foreign ports). 


| should 

. = Southern Shipping Company. Schooner service to all of West Indies. 

es an ‘ 

part of South Atlantic Maritime Corporation. (Strachan Shipping Company, Agents). Monthly sailings fur Yok- 


ohama, Kobe, Shanghai, Los Angeles Harbor, San Francisco, Seattle, and for Brazil and River Platte 
ports. Sailings for Havana, Cuba, as cargo offers. 


1d rates 
1 is ten Trosdal, Plant & Lafonta. (Tampa Inter-Ocean Steamship Company, Agents). Regular monthly service 
fea to Liverpool and Manchester. 


olegss : Smith & Terry Transportation Co. (Tampa Inter-Ocean Steamship Company, Agents). Semi-monthly 
pt ee service between Jacksonville and New York. For parcel, lumber and general cargoes. 
to Cin- 


Clyde S. S. Co. Coastwise to Charleston, New York, Boston, passenger and freight; to Miami, freight. 

ase and Merchants & Miners Transportation Co. Coastwise to Savannah, Baltimore and Philadelphia, passenger 
CB and freight. 

Ss. . De 

Palatka-Jacksonville Steamboat Company. River Service, passenger and freight. 

xcessive 

itic sea- 


st order Full information is contained in handsomely illustrated book, 


“The Port of Jacksonville,” mailed free on application. Address 
{. St. P. 


oft. coal > ee 
ae City Advertising Department 
ae Room 11-V, City Hall, Jacksonville, Florida 
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October 2—Chicago, Ill.—Examiner Hillyer: 
14025—Crystal Salt Company vs. D. L. & W. R, R. et al. Such 
fourth section departures as may exist in any of the rates involved 
will be considered in this proceeding. 
14106—Sterling Salt Company vs. Ann Arbor Rajlroad Co. et al. 
i. ana &. VOCKct NY. 1024 ana first supplement—sali trom C. F. A. to 


Western Trunk Line destinations and between pionts in C. F, A. 
territory 


14157—The Colonial Salt Company et al. vs. Chigago & Erie Rail- 
road Company et al. 
October 2—Philadelphia, Pa.—Examiner Wagner. 
13419—Atlantic City R. R. Co. vs. Wildwood & Delaware Bay Short 
Line R. R. Co. 
October 3—Boston, Mass.—Chief Examiner Quirk: 


13548 and Sub. No, 1—Maritime Assn. of the Boston Chamber of 
Commerce vs. Ann Arbor et al. 


13548 (Sub. No. 2)—Maritime Assn. of the Boston Chamber of Com- 
merce et al. vs. A. G. S. >* al 


October 3—Indianapolis, Ind.—Examiner McChord. 


4s © ey Public Service Commission of Indiana et al. vs. A. T. & 


et al. 
12253—-The Goodwin Preserving Co., Inc., vs. Louisville Bridge and 
Terminal et al. 
October 3—Chicago, Ill.—Examiner Satterfield: 
9977—The Chicago Live Stock Exchange vs. A. T. & S. F. Ry. et al. 
12614—The Chicago Live Stock Exchange vs. Director General, A. T. 
& S. F. Ry. et al 
October 4—At Asheville, N. C.: 
13494—Southern cluss rate investigation. 
October 4—Rogers, Ark.—Examiner Money: 
13766—The Ozark Cider and Vinegar Company vs. Director General. 
13767—The Ozark Cider and Vinegar Company vs. Director General. 
October 4—Trenton, N. J.—Examiner Gerry. 
13773—Eureka Flint and Spar Co. vs. N. Y. N. H. & H. et al. 
October 4—Argument at Washington, D. C.—Division 3: 
i. and &. Docket No. 1552—Increased switching charges at James- 
town, N, Y. 
October 4—Argument at Washington, D. C.: 
12893—Transportation of strawberries by express, in carload lots, in 
passenger trains, from Florida to northern markets. 
12981—Railroad Commissioners of the State of Florida vs. American 
Railway Express Co. 
October 5—Philadelphia, Pa.—Examiner Gerry. | 
13661—E. I. Du Pont de Nemours & Co. vs. Director General, Dela- 
ware & Hudson Co., et al. 
October 5—Topeka, Kan.—Examiner Koch: 
13811—The Weber Flour Corporation et al. vs. Union Pacific R. R. 
October 5—Argument at Washington, D. C.: 
10892—Railroad Commissioners, State of Florida, vs. Director-Gen- 
eral, Aberdeen & Rockfish et al. 
10287—Globe Elevator Co. vs. Director-General, D. L. & W. et al. 
October 6—Fort Smith, Ark.—Examiner Money: 
13938—Weldon, Williams and Lick, Fort Smith, Arkansas, vs. A. T. 
& S. F. Ry. et al. 
October 6—Philadelphia, Pa.—Examiner Gerry. 
13861—Midvule Steel and Ordnance Co. vs. Director General. 
13817—Bernstein Mfg. Co. vs. Director General. 
October 6—Kansas City, Mo.—Examiner Koch: 
1. and S. Docket No. 1592—Proportional rates on petroleum and its 
products from Mississippi River crossings to Canada. 
October 6—Minneapolis, Minn.—Examiner Gault: 
13910—Denton Independent Elevator Co. vs. C. M. & St. P. Ry. et al. 
13910 (Sub. No. 1)—McCaull-Dinsmore Co. vs. C. St. P. M. & O. 


Ry. et al. 
13932—International Elevator Co. vs. Great Northern Ry. et al. 
October 6—Nashville, Tenn.—Examiner McGrath: 
13822—Traffic Bureau of Nashville et al. vs. L. & N. R. R. et al. 
Portions of fourth section apps. numbers 2056, 2057, 2061 and 2063, 
filed by J. F. Tucker, agent, by which carriers named ask author- 
ity to continue commodity rates from Buffalo, N. Y., Pittshurgh, 
iy Detroit, Mich., Toledo and Cleveland, O., to Nashville, Tenn., 
etc. 
October 6—Argument at Washington, D. C.: 
11857—Iola Cement Mills Traffic Assn. et al. vs. Director-General, 
Cassville & Exeter Ry. 


11510—Tanners’ Council of the United States of America et al. vs. 
Director-General. 


October 6—Indianapolis, Ind.—Examiner McChord: 


* 1, and S. No. 1652—Grain and grain products from Indiana and 
Kentucky points to eastern points. 


October 7—Sumter, S. C.—Freminer Witters: 
* 1. and S. 1626 and first supplemental order—Cancellation of joint 
rates from and to Green Hill, S. C., on the Alcolu R. R. 
October 7—Cincinnati, Ohio—Examiner Mackley: 
1 7 ee Coal Company vs. Director General, L. & 


October 7—Philadelphia, Pa.—Examiner (Jerry. 
13749—Philadelphia Quartz Co. vs. Pa. R. R. et al. 


October 7—Denver, Colo.—Examiner T. J. Butler: 
13889—The Midwest Refining Co. vs. Director General. 
13890—The Midwest Refining Co. vs. Director General. 
13678—The Colorado Milling and Elevator Co. vs. Director General. 


October 9—Savannah, Ga.—Examiner Witters: 
* 1, and S. 1649—Fertilizer from Birmingham, Ala., and group to 
Montezuma, Ga. Portions of fourth section applications 972 of A. 
B. & A. R. R.; 15380 of C. of Ga. Ry.: and 3931 of S. A. L. Ry. 
(Fertilizer and fertilizer material, carloads, from Birmingham, 
Ala., to Macon, Americus and Cordele, Ga.) 
October 9—Chicago. Ill_—Examiner Hillyer: 
1. & S. Docket No. 1640—Increased rates on ice, C. L., from various 
Wisconsin points to Chicago, Mlinois. 
October 9—Des Moines, Iowa—Examiner Keene: 
12929—Interstate rates on grain. grain products and hay, in carloads, 
between points in the Western and Mountain-Pacific rate groups. 
October 9—Minneapolis, Minn.—Examiner Carter: 
14112—E. E. Howe et al. vs. C. & N. W. Ry. et al. 
October 9—St. Louis. Mo.—Examiner Mackley: 
13012—C. J. Helmerichs Ieaf Tobacco Company vs. East St. Louis 
Connecting Railway Company et al. 
13913—C. J. Helmerichs Leaf Tobacco Company vs. East St. Louis 
semaine Railway Company et al. 


. J. Helmerichs Leaf Tobacco Company vs. C. & A. R. 
R. et al. 
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October 9—Salt Lake City, Utah—Examiner Cassidy: 
12 eremy Fuel & Grain Company et al. vs. Director Generg), 
October 9—Tulsa, Okla.—Examiner Money: 
13914—Tidal-Weste:in Oil Corporation et al. vs. the Wichita Falls 
& Northwestern Railway et al. 
October 9—La Crosse, Wis.—Examiner Gault: 
13864—Traffic Bureau, Chamber of Commerce, La Crosse, Wis, vn 
Cc. M. & St. P. Ry. et al. y 
October 9—Philadelphia, Pa.—Examiner Gerry. 
13783—The Peikins Glue Co. vs. C. R. R. of N. J. et al. 
13826—Sun Co. vs, La. Ry. & Nav. Co. et al. 
October 9—Washington, D. C.—Examiner Hosmer: 
* 13755—New Mexico Centra] Railway Company vs. A. T. & S. F, Ry, 
October 9—San Francisco, Calif.—Examiner Armes: 
13587—Standard Oil Co. (California) vs. A. T. & S. F. Ry. et al, 
October 9—Denver, Colo.—Examiner T. J. Butler: 
13580—The Colony Coal Co. vs. Director General. 
13581—The Colony Coal Co. vs. Director General. 
13581 (Sub. Nos. 1 to 9, inc.)—The Colony Coal Co. vs. Director (gq. 


eral. 
13716—The Colony Coal Co. vs. Director General. 

October 9—Minneapolis, Minn.—Examiner Carter: 

13992—Cream of Wheat Company vs. A. T. & S. F. Ry. et al. 

October 9—Washington, D. C.—Examiner Hunter: 

* I, and S. No. 1650—Claims for shortage in weights of ex-lake grain 
destined to eastern points. 

October 10—Washington. D. C.—Examiner Clarke: 

* Finance Docket No. 2565—In the matter of the joint application of 
the Chartiers Tclephone Company and the Bell Telcphone Con. 
pany of Pennsylvania for a certificate that the acquisition of the 
property of the former by the latter will be of advantage to the 
= to whom service is to be rendered and in the public ip. 
erest, 

* Finance Docket No. 2566—In the matter of the joint application of 
the Rell Telephone Comvany of Pennsylvania and the Pittsburgh 
& Allegheny Telephone Company for a certificate that the acqu. 
sition of the property of the latter by the former will be of ad. 
vantage to the persons to whom service is to be rendered and in 
the public interest. 

October 10—Augusta, Ga.—Examiner Witters: 

13947—L. Scharff & Company vs. Sou. Ry. and Georgia R. R. 

October 10—Philadelphia, Pa.—Examiner Wagner: : 

13944—Hercules Powder Company vs. A. T. & S. F. Ry. et al. 

October 10—Salt Lake City, Utah—Examiner Cassidy: 

12325—Wasatch Coal Company et al. vs. Director General. 

October 10—San Francisco, Calif—Examiner Armes: 

13786—Hammond Lumber Co. et al. vs. A. T. & S. F. et al. 
1. and S. No. 1545—Lumber from San Francisco Bay points, when 
from beyond. Such fourth section departures as may exist. 

October 10—Washington, D. C.—Examiner Bartell: 

* 14131—The Pittsburgh & West Virginia Railway Co. et al. vs. the 
Lake Erie, Alliance & Wheeling R. R. Co. et al. 

October 11—Chicago, IIl.—Examiner Carter: 

| and S. 1635 and first supplement—Routing of fresh fruits and vege- 
tables from Texas points to defined territory. 
1. & S. Docket No. 1638—Increased charges for icing and reicing o 
perishable freight at St. Louis, Mo... and East Si. Louis, Ill. 
October 11—Salt Lake City Utah—Examiner Cassidy: 
= oo Creamery Company vs. American Railway Express 
o. et al. 
October 11—Argument at Washington, D. C.: 
11467—Swift & Co. vs. Director-General. 
11499—Consumers Ice Co, vs. Director-General. 
11521—-Swift & Co. vs. Director-General. 
11540—Armour & Co. vs. Director-General. 
11642—The Cudahy Packing Co. vs. Director-General. 
12062—Wilson & Co., Inc., vs. Director-General. 
11012—Swift & Co. vs. Director-General, Sou. Pac. et al. 
12174—Swift & Co. vs. Director-General, Sou. Pac. et al. 
12223—Armour & Co. vs. Nor. Pac., Director-General et al. 
October 11—Chattanooga, Tenn.—Examiner McGrath: 
13899—Dixie Portland Cement Co. vs. N. C. & St. L. Ry. 
October 11—Milwaukee, Wis.—Examiner Gault: : 
13725—Pleasant Valley Farms and Morey Condensery Co. vs. Director 
General. 
October 11—Arkansas City, Kan.—Examiner Money: 
13623—The Arkansas City Sand Company et al vs. St. L.-S. F. By. 
October 11—St. Louis, Mo.—Examiner Mackley: 
oa Cone and Pretzel Company vs. C. B. & QB 
- et al. 
ee 1i—Atlanta, Ga.—Examiner Witters: 


American Mills Company vs. Canton Railroad Company et al 
14058—Bradley & Woertz vs. N. C. & St. L. Ry. et al. 


October 12—New York, N. Y.—Examiner Wagner: 1 

* 13887—Coastwise Lumber & Supply Company. Inc., vs. P. R. R. eta 

October 12—Oklahoma City, Okla.—Examiner Money: al. 
13954—Alton Mercantile Co. et al. vs. Alexandria & Western et i 

Portions of fourth section applications 627, 634, 636, 637, 702 an 
1618 of F. A. Leland (rice, carloads, from Arkansas, Louisiana, 
Texas and Memphis, Tenn., to Oklahoma). 

October 12—St. Louis, Mo.—Examiner Mackley: 
13869—Certain-teed Products Corporation vs. Sou. Ry. Co. et al. 00 
ba 9 ee No. 1.)—The Barber Asphalt Company vs. Sou. Ry. “ 

et al. ‘ 

Such fourth section departures as may exist in rates involved. 

October 12—Chicago, I]—Examiner Carter: 
14000—Hoosier Lime Company vs. Director General. 
14001—Hoosier Lime Company vs. Director General. 

October 12—Williamsport, Pa.—Examiner Smith: Valley 
14002—Central Pennsylvania Lumber Company vs. Tionesta 

Railway Co. et al. 

October 12—Argument at Washington, D.°C.: neral 

12068—Wilson & Co., Inc., of Oklahoma et al. vs. Director-Ge 

Cc. B. & Q. et al. General 
12067—Wilson & Co., Inc, of Oklahoma et al. vs. Director-Gé 

A. T4-S. F. ot a. 
12127—8wift & Co. vs. St. L.-S. F., Director-General et al. asF 
12271—Motron Gregson Co. et al. vs. Director-General, A. T. J 


et al. 
12175—Morris & Co. vs. Director-General, A. T. & 8. F. et a 
12193—Armour & Co. vs. M. K. & T., Director-General et oon rtl 
12284—Wilson & Co., Inc., of Oklahoma et al. vs. Director- 

Cc. R. I. & P. et al. 
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12301—Albert Lea Packing Co., Inc., et al. vs. Director-General. 
12398—Armour & Co. et al. vs. A. T. & S. F., Director-General et al. 
12515—Swift & Co. vs. Kansas City Terminal, Director-General et al. 
12646—Swift & Co. vs. A. T. & S. F. et al. 
October jo—Sheboygan, Wis.—Examiner Gault: 
13713—The C. Reiss Coal Co. vs. Pere Marquette Ry. Co., Director 
General, et al. 
October 13—Indianapolis, Ind.—Examiner Gault: 
* 13841—Indiana State Chamber of Commerce vs. B. & O. et al. 
Gesemer 13—Knoxville, Tenn.—Examiner McGrath: 
13848—Traffic Bureau of Knoxville, Inc., vs. Sou. Ry. et al. Such 


fourth section departures as may exist in any of the rates involved 
in this complaint. 


ss ag netaneees Manufacturers’ L. & N. 

. R. et a 

Such portions of fourth postion, application Nos. 1952 (L. & N.), 458 
(N. C. & St. L.), 3965 (C O. & T. P.), 1548 (Sou. Ry.), and 
2061 (J. F. Tucker), by Vhich earriers ask for authority to con- 
tinue to ae for transportation of iron and steel aticles fom 
Buffalo, N. Y., and Pittsburgh, Pa., etc., to Memphis, Tenn., etc. 


October 13—Argument at Washington, D. C.: 
12768—Electric Point Mining Co. vs. Director-General. 
13399—Centennial Mill Co. vs. Director General, O.-W. R. R. & N. Co. 
13386—-Rex Metal Works vs. Director-General, Nor. Pac. et al. 
13267—San Luis —_— of Commerce et al. vs. Director-General. 
D. & R. G. W. et al. 
October 13—Chicago, Ill.—Examiner Carter: 
12396—Chicago Bridge & Iron Works vs. Erie R. R., Director Gen- 
eral et al. Fourth section applications Nos. 1625, 1774, 1775 filed 
by C. C. McCain, agent, and 1787 filed by Erie R. R., in regard to 
arges for the transportation of iron and steel articles, etc, 
October 13—St. Louis, Mo.—Examiner Mac¢kley: 
14081—The St. Louis Fruit & Vegetable Dealers’ 
Wabash et al. 
M. & St. P. et al. 


14115—Dacey & Co. vs. C. 
& Vegetable Dealers’ Traffic Asso. vs. L. & 


bye Louis Fruit & 
e 
13983—-St. Louis Fruit & Vegetable Dealers’ Traffic Association vs. 
Ill. Cent. R. R. et al. 
October 14—Washington, D. C.—Examiner Hunter: 
2 ot S. Hoskins Lumber Company vs. Director General, 
. et al. 
October 14—New York, N. Y.—Examiner Howell: 
1, and S. 1642—Classification exceptions on linseed oil from New 
York lighterage points to C. F. A. territory. 
October 14—Ogden, Utah—Examiner Cassidy: 


13911—The Amalgamated Sugar Company vs 
SB. in 2 KR. 


14033—The Amalgamated Sugar Company vs 
8S. L. R. R. 


Association et al. vs. 


Traffic Asso. vs. 


rR 


. Director General, O. 


. Director General, O. 


October 14—Buffalo, N. Y.—Examiner Smith: 
13920—John F, Koine vs. Michigan Central R. R. Co. 
October 14—Oklahoma City, Okla.—Examiner Money: 
13940—Iten Biscuit Company va, A. T. & &. 2. Ry. 
a 14—Knoxville, Tenn.—Examiner Witters: 
14040—Shesarman Concrete Pipe Companv vs. Director General. 
October 16—Nashville, Tenn.—Examiner Witters: 
i. & S. Docket No. 1630—Transit rules on grain and grain products 
at stations on the N. C. & St. L. Ry. Co. 
October 16—Bangor, Pa.—Examiner Wagner: 
hy-y whee Milling Company, Inc., vs. Central New England Ry 
eta 
October 16—Quincy, Illinois—Examiner Keene: 
oe Paper Company vs. Director General, Wabash Railway 
0. eta 
October 16—Argument at Washington, D. 
12455—Homer Furnace Co. vs. Director- : N. Y. C. et al. 
12186—General Motors Corp. vs. Director- General. 
12709—Chamber of Commerce of Grand Island, Neb., et al. vs. Aber- 
deen & Rockfish et al. 
October 16—Nampa, Idaho—Examiner Cassidy: 
13554—J. C. Sewell & Company vs. Director General. 
October 16—New York, N. Y.—Examiner Howell: 

13629 and sub. Nos. 1 to 5, inclusive—Standard Oil Company (New 
Jersey) vs. Director General, B. & O. et al. 
13711—Standard Oil Company (New Jersey) vs. 

B. & O. et al. 
October 16—Chicago, Ill.—Examiner Carter: 
13721—International Harvester Company vs. N. Y 
General et al. 


October 16—Mobile, Ala.—Examiner Healy: 
* 12964—Consolidation of railroads. 


October 17—Columbus, Ohio—Chief Examiner Quirk: 
12851—In the matter of intrastate rates on bituminous coal within 
the state of ‘Ohio. 
October 17—Philadelphia—Examiner Wayne: 
13967—Alan Wood Iren & Steel Company et al. vs. P. R. R. et al. 
October 17—Weiser, Idaho—Examiner Cassidy: 
14130—R. N. Stanfield et al. vs. O.-W. R. R. & Nav. 
Carober 17—New York, N. Y.—Examiner Howell: 


et al. 


Director General, 


. CG. R. R., Director 





Co. et al. 


13664—Chevrolet Motor Company of California vs. Director General, 


ir a ee Oe ee ee. CC Bl. 


13923—Chevrolet Motor Company of Texas vs. C. & A. R. R. et al. 


GEORGE N. BROWN 
ATTORNEY AT LAW 


Formerly Chief Examiner and Attorney 
Examiner Interstate Commerce Commission 
Practices before all Bureaus Specie! Attention 
and Departments of the to Transportation 
Government. Matters. 
Reom 806 Arssrionn National Bank Building 
Washington, D. C Telephone Main 2702 


THE TRAFFIC WORLD 


DIRECTORY OF ATTORNEY 


General Freight Service Association 
Traffic and Transportation Specialists for Shippers 
Laclede Gas Light Bldg., St. Louis, Mo. 


Interstate Commerce cases, Engineering and Legal Services 
furnished. Complete traffic department service. 
| and demurrage bills audited. 
age Claims settled. Car tracing by hq ite Rates and 
routes furnished. Reference: St. Louis Nation 





Vol. XXX, No, 14 


October 17—Nashyille, Tenn.—Examine: Witters: 
13999—Traffic Bureau of Nashville, Tenn., vs. Director General, 

October 17—Decatur, Ill.—Examiner Keene: 

13996—A. E. Staley Manufacturing Company vs. Can. Pac, Ry. 
Director General et al. 

October 17—Boston, Mass.—Examiner Cheseldine: 

Fourth section application Nos. 11863 et al., asking authority to cop. 
a on classes and commodities and between points mep. 
ione 

October 17—Argument at Washington, D. C.: 
nee etal and Gallagher Co. et al. vs. Director-General, ¢, p 

et 
— -So-Ezy Products Co. et al. vs. Directar-General, Ann Arbor 
et a 
13059—American Radiator Co. vs. Director-General. 
12624—O-So-Ezy Products Co. et al. vs. Director-General 
Southern et al. 

October 18—New York, N. Y.—Examiner Howell: 
13748—The Texas Company vs. Director General. 
13748—(Sub. Nos. 1, 2 and 38)—The Texas Company vs. 

General. 

October 18—Dallas, Texas.—Examiner Money: 
14008—Simms Oil Co. vs. H. & T. C. et al. 

October 18—Washington, D. C.—Examiner Hunter: 
13972—Alabama & Mississippi Railroad Company et al. vs. A. 7 

& S. F. Ry. et al. 

October 18—Cairo, Illinois—Examiner Keene: 

14109—The Board of Trade of Cairo, Illinois, vs. 


October 18—Kansas City, Mo.—Examiner Mackley: 
13970—The Haydite Co. ve. A. T. & SB. PT. et al. 
October 18—Argument at Washington, . C.: 
12898—Illinois Coal Traffic Bureau vs. Abilene & Southern et al, 
12727—Fairbanks, Morse & Co. vs. Director-General. 
October 18—Chicago, Il].—Examiner Carter: 
13719—Armour Fertilizer Works vs. Director General. 
October 18—Nashville, Tenn.—Examiner Witters: 
13934—Standard Furniture Company vs. N. C. & St. L. Ry. et al, 
Fourth ge application Nos. 458 filed by N. C. & St. L, Ry, 
1952, by L. & N. R. R., and 3912, by Tennessee Central Ry.., by 
which carriers ask for authority to continue to charge for the 
transportation of furniture from Chattanooga, Tenn., to New 
Verm, A. %.,. Gte. 
October 18—Jacksonville, Fla.—Examiner Healy: 
* 12964—Consolidation of railroads. 
October 19—Washington, D. C.—Examiner Wagner: 
13891—-The Atlas ego Cement Co. vs. C. R. R. 
13891 (sub. No. 1 ), Same vs. D. L. & W. et al., 
Same vs. C. R. R. of N. J. et al., 13891 (sub. No. 3), Same vs, 
Same, 13891 (sub. No. 4), Same vs. Same, 13891 (sub. No. ’). Same 
vs. Same, and portions of fourth section application 1774 of ¢.¢ 
McCain. 
October 19—Chicago, Ill.—Examiner Carter: 
13946—The Indiana Power Company vs. P. C. C. & St. L. 


. Abilene & 


Director 


A. G. S. et al. 


of N. J. et al, 
13891 (sub. No. 2), 


R. By 
Director General. 
October 19—Lansing. Mich.—Examiner Smith: 
13903—The Bay City Transportation Asscciation et al vs. Directo 


General and Michigan Central R. R.. Co. 


October 19—Kansas City, Mo.—Examiner Mackley: 
13990—The Kanotex Refining Co. vs. Midland Valley. 


October 19—Argument at Washington, D. C.: 
12422—Lookout Oil & Refining Co. vs. A. & V., Director-General et al. 
13012—American Trading Co. vs. Director- General. 
13012 (Sub No. 1)—The Hatters’ Fur Cutters’ Assn. of the United 
States of America et al. vs. Director-General. 
= No. 2)—General Hide and Skin Corp. vs. Director-Gen- 
eral. 
13012 (Sub No. 3)—Surpass Leather Co. vs. Director-General. 
13113—Donner Steel Co., Inc., vs. Director-General. 
13137—Semet-Solvay Co. vs. Director-General. 
October 19—Atlanta, Ga.—Examiner Healy: 
* 12964—Consolidation of railroads. 
ommee 20—Spokane, Wash.—Examiner Cassidy 
13576—B. J. Carney & Company et al. vs. Pavecter General, 
& S. F. Ry. et al. 
October 20—Hopkinsville, Ky.—Examiner Witters: 
13740—Elk Brand Shirt & Overall Company, Inc., et al. v 
Southern Railway Co. et al. 
October 20—New York, N. Y.—Examiner Howell: 
13885—Lackawanna Steel Company vs. Director General. 


October 20—Chicago, Ill.—Examiner Carter: 
13965—Chicago Live Stock Exchange vs. 
Pac. Ry. et al. 


October 20—Washington, D. C.—Examiner Bunt: 
14012—Sewell Valley Railroad Company vs. =O, Ry. 


October 20—Memphis, Tenn.—Examiner Meer 

14135—Memphis Freight Bureau for D. Canale & Company vs. Chk 
cago Great Western Railroad Co. et al. 

14149—Memphis Freight Bureau for Crescent Cotton Oil Co. ¥§ 
Columbus & Greenville Railroad Co. et al. 7H 

* Fourth section applications 1613 of A. D. Hall and 1846 of Ww. : 
Hosmer (cabbage and onions from St. Paul. Minn., and points 
taking same rates to Memphis, Tenn.).. (In connection with 
docket 14135.) 


s. Durham & 


Director General, Cav. 








PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Att: rney-Examiner, Interstate Com 

merce Commission. For ten years Commerce Counsel, 

various shippers’ organizations, and member Natio’ 
Industrial Traffic League 


Woodward Building _- Washington. D.C. 
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How to Get 
30% 
More Protection 


for Goods Shipped in 
Corrugated Fibre Boxes 


Use containers made of 
the regular Mid-West 
corrugated fibreboard 
with the high, strong 
corrugations—proved by 
laboratory tests 30% bet- 
ter protection than cor- 
rugated fibreboard with 
10% lower corrugations 
and 70% better than solid 
fibre boxes.. 


Send for bulletin sheet 
giving the test in detail. 


MID-WEST Box COMPANY 





General ‘ 
Offices Factories 
18th Floor 

Anderson, Indiana 
Conway Building Kokomo, Indiana 
Chicago, Ill. Chicago 
We Operate Our Cleveland, Ohio 
Own Bexboard and Fairmont, W. Va. 
Strawbeard Mills. 


Corrugated Fibreboard Products Solid Fibre Containers 
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Export Freight Rates Are 
Cheaper Via Jacksonville 


Use this always open Florida port, save money and make your goods move faster. 


Note the savings effected from various centers by shipping through Jacksonville as 
against New York. Similarly lower rates are offered through Jacksonville than by other 
North Atlantic ports. 
lst . 2nd 3rd 4th 5th 6th 
From To Class Class Class Class Class Class 


Chicago New York..... 1.42 124% .94%  .66 564% 47% 
‘ .| Jacksonville ... 

















Differential 





Detroit 


J acksonville cial 





Differential 


Indianapolis New York..... 1.32 1.16 88 . .61% 52% «44 
Jacksonville ... 


Differential 





Cleveland 


eeeee 


Jacksonville 








Differential 












St. Louis 
Jacksonville ... 






Differential 


Cincinnati New York..... 
Jacksonville 





Differential 





Louisville 


Jacksonville ... 1.07 93%  .70 ‘47% (40% (388% 









Differential 
Rates in cents per 100 pounds. Above rates effective July 1, 1922. 

MEMORANDUM—The municipal docks and terminals adhere to Glenn’s Port Charges Tariff 

No. 2, I. C. C. A-320, with the exception of giving free storage and making no charge for 


handling from storage to ships, on commodities arriving on through export ladings. Also 
thirty days’ free storage on export cotton is given, while Glenn’s Tariff only gives ten days 








Full information is contained in handsomely illustrated book, 
“The Port of Jacksonville,” mailed free on application. Address 


City Advertising Department 
Room 11-V, City Hall, Jacksonville, Florida 
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the San Antonio and Aransas Pass Railway Co. 
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SPEEDY, 


ACCURATE, 
AND 


ACCOMMODATING 
{7 PERFORMANCE 


Monterey 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


List of Direct Connecting Rail Lines: 





Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 
Gulf Coast Lines 
Gulf Colorado & Santa Fe Ry. 
Below is approximate service in days from following cities and River Crossings: International & Great Northern Ry 























= Kansas & Texas Ry 
OM _ | “Waco ——]—Houston —] Sam Antonio Corpus Christi) Allee Jlarede via Alice| © Southern Pacific Lines | 
mas City]... 4 days | s4days | 34days | 34days | 4 days San Antonio Southern Ry 
NewOrleans| 3 days su . = 3 . © 3% Sugar Land Ry. 
Proportionate service to above is rendered to all intermediate points. Trinity & Brazos Valley Ry. 
RR cet eh ata A A cht ARIE SEAT NARI RE NS BETS SEE EIA EER 


Texas Mexican Ry. 
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Where they reach Ke ; Where to reach them 


(Reprinted from Southern Pacific Bulletin) 


The photograph shown below forcefully illustrates the spirit of progress which has made the SOUTH- 
ERN PACIFIC one of the foremost railroads, not alone in this great and wonderful country of ours, but in 
the whole world of human effort and achievement. To us of the SOUTHERN PACIFIC, there can be but one 
SOUTHERN PACIFIC, which, reaching from the Atlantic to the Pacific, from the Mexican Gulf to the Great 
Salt Lake, from the giant Mississippi to the majestic Columbia, typifies the faith and enterprise of its builders. 


Today, as in the long past, the thought that animates the minds and consciences of the men who have 
faithfully followed its splendid destiny, is that of fealty to a high principle which recognizes a never ending 
obligation to the public and an equal obligation to maintain the prosperity and happiness of the thousands 
who make up its “large and pleasant family.” 





“SUNSET LIMITED,” NO. 102, DOUBLE TRACK NEAR EL PASO. 


